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Editorial 


It seems never to have been questioned, except 
by way of a conundrum, that white sheep eat more 
than black ones. This scintillating remark is occa- 
sioned by the information recently brought out by 
the Iowa State Board of Railroad Commissioners 
that fatted cattle take more room than skinny 
ones; or, in the language of the decision, “Where 
a stockman ships to his farm a car holding 22,000 
pounds of cattle to fatten, and later ships them out 
in a 22,000-pound car, he finds that he has one or 
more steers that will not go in the car; this steer 
must be sold at a sacrifice, perhaps to a neighbor, 
or held over for another season.” The conclusion 
does seem rather obvious that if a carload of cattle 
have been putting on flesh on the succulent grasses 
of an Iowa farm, each individual steer should weigh 
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a little more and occupy a little more space than 
when the animals could be packed in a car with 
their ribs interlocking. To meet this situation the 
Commission has concluded that a lower minimum 
should exist on stock cattle than on fat cattle, and 
has established a minimum of 22,000 pounds foz 
fat cattle and of 20,000 for the lean kine. But as 
it is stated that these minimum weights will govern 
regardless of the size of cars ordered or furnished, 
it looks like a discrimination in favor of the lean 
cattle, since they will enjoy so much more room 
during their journey to the farm in addition to the 
respite of six months or longer before their dolorous 
journey to Chicago is again taken up. And they 
travel on a lower rate, too. 


HARMONIZING DISSIMILARITIES. 


There are two or three points in the address 
of Mr. L. E. Johnson, which is given elsewhere in 
this issue of THe Trarric WorLD, that it seems 
worth while to call attention to and emphasize. 
The first is with reference to the degree to which 
a railroad is entitled to profit by “the natural ad- 
vantages of location,’ and, conversely, the amount 
of this advantage which may be clipped off in order 
to compensate other lines less advantageously sit- 
uated. 


The point is a delicate one. Something like 
it, but relating to the carriers’ side of the question, 
is brought out in one of the extracts published under 
the heading of “Newspaper Comment.” This has 
reference to the Spokane case, so-called, the sub- 
ject of a recent important decision. One of the 
Pacific coast newspapers chides the over-hilarity of 
Spokane over the decision, and adds: 

“Spokane has been demanding terminal rates 
for twenty years, and seemingly it will be twenty 
years more before it learns that water competition 
is a condition and not a theory. It will get 
terminal rates only when it digs a channel to the 
sea. When that is accomplished the city can in- 
dulge in band-playing, parading and hip-hooraying 
with good reason.” 

Mr. Johnson compares the gailroad to the in- 
dividual, in whom it is commendable, if he is not 
in subjection to a union, to make the most of the 
advantages with which he has been endowed by 
nature or circumstance. Railroads are built to 
overcome natural disadvantages or to enhance the 
value of the advantages that exist. “When capital, 
energy and enterprise have combined to provide 
a community with railway transportation, what is 
to be the limit of the benefit to which it is entitled 
from the advantage thus gained?’ ‘The question 
is difficult of answer. Perhaps Mr. Johnson’s an- 
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swer—which is interpreted to mean a sane regula- 
tion based on common-sense principles and as im- 
partially applied as the weaknesses of human un- 
derstanding will permit—perhaps his is as good 
as any. 

That railroads should charge the same rates 
under the same conditions to all alike; that by 
secret practices and stealthy devices one should 
not be favored at the expense of another is an ob- 
ligation of the public character of their service. 
To protect the weak against the strong at all times, 
under all conditions and by all means, is to reverse 
the process of evolution to promote the survival of 
the fittest. 

Undoubtedly the under dog sometimes deserves 
to be the under dog permanently. 

A second point is the implication that the In- 
terstate Commerce Commission considers itself, in 
the opinion of some railroad officers, as the repre- 
sentative of the shippers rather than a tribunal in 
all that the term implies. Mr. Johnson- promptly 
brings evidence of the incorrectness of this opinion, 
and yet it is undoubtedly true that such an impres- 
sion widely prevails. Aside from the fact that this 
view has, consciously or unconsciously, been fos- 
tered by the shippers and such portion of the public 
as delights in expressing its antagonism to railways, 
there is a certain other reason for the existence of 
such an impression. From the beginning the Com- 
mission has been considered, not as a court of arbi- 
tration which would, when requested, render judg- 
ment upon a disputed point between railway and 
shipper, but has been commonly referred to with 
reference to its “regulating” powers—as if upon 
request a certain punishment would be meted out 
to the offending railway, right or wrong, as the 
spoiled child expects to receive comfort in the 
punishment of the other party to the quarrel, what- 
ever the nature and whoever the doer of the 
offense. This has not been true as regards the work 
of the Commission.’ As is shown in the address in 
question, approximately one-half of the complaints 
made following the passage of the Hepburn act 
were decided against the complainants. 

Correlating the two points to which reference 
is made, and adding thereto the expression of Mr. 
Johnson’s opinion that Congress ought never to 
have given to the Commission the power to fix 
rates or suspend tariffs on its own initiative, we are 
brought to the conclusion that no amount of adjust- 
ment or regulation can make unequal things equal, 
wholly wipe out natural advantages, or reconcile 
the possessors of such advantages to such a degree 
of renunciation as shall negative them. To attempt 
to do this would probably be to introduce greater 
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evils than those sought to be remedied. As our 
Oregonian contemporary says of Spokane, “it will 
get terminal rates only when it digs a channel to 
the sea,” so will absolute equality among railroads 
be attained only when geographical accidents and 
the influence of superior capital, energy and enter- 
prise shall have lost their influence. 


Southern Increases Facilities 





Chattanooga, Tenn., August 18.—The Southern Rail- 
way has just completed the revision and double-tracking 
of the line connecting its Chattanooga passenger termi- 
nals and freight yards with Ooltewah Junction, where the 
tracks of the Atlanta and Knoxville divisions meet. 
Though this line is only 13.75 miles in length, its impor- 
tance is readily realized when it is considered that over 
it is handled all traffic between Chattanooga and Knox: 
ville and Chattanooga and Atlanta, which includes, be- 
sides local freight and passenger traffic, thrcugh busi- 
ness between the East and the Southwest via the Mem- 
phis, New Orleans and Vicksburg gateways and through 
business between the West and Florida and the South- 
east via Cincinnati, Chattanooga, Atlanta and Macon. 

In addition to the advantage of double track, the 
new line is a great improvement over the old, owing 
to the reduction of grades and straightening of curves, 
thus greatly increasing the facilities for handling traffic. 
The entire line is now in service, both freight and 
passenger trains being moved over it. The reconstruc; 
tion of this important link in the Southern system is 
in line with the policy of the Southern Railway, as an- 
nounced by President Finley, to keep its facilities fully 
abreast of the requirements of the section served, mak- 
ing important improvements as fast as pcssible without 
placing too great a strain upon the financial resources 
of the company, F 


For Economy in Handling Cotton 


—_——— 


Atlanta, Ga. August 18—A _ resolution has been 
introduced in the state legislature which provides that 
the house shall indorse a petition of the railroad com- 
mission of Alabama, now pending before the Interstate 
Commerce Commission, in so far as this petition asks 
for two specific rates on the transportation of cotton for 
interstate shipment and the divorcing of the compres- 
sion of cotton from that of the transportation. 


It recites the fact that two-thirds of the civilized 
world is dependent for clothing upon the cotton crop 
of the United States and that the present methods of 
baling, handling and transporting this great staple cot- 
ton crop are the most wasteful, antiquated and expen- 
sive in the world. The Farmers’ Union and planters 
generally in the South have passed strong resolutions 
asking that baling, handling and transportation of the 
crop be put on a more economical basis; and the Ala- 
bama railroad commission has filed a petition with the 
Interstate Commerce Commission which .aims at the 
same result. The house is asked to indorse a provision 
that there be one rate on compressed cotton and another 
on uncompressed. 
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APPEAL SWITCHING CASES 





Washington, D. C., August 18.— 
Appeal is going to be taken by the 
United States in the California 
switching cases in which the Com- 
merce Court enjoined the order of 
the Interstate Commerce Commission 
abolishing the switching charges on 
system-line haul deliveries in San 
Francisco and Los Angeles. The 
appeal has not been perfected, but 
of it, it may be said in a general 
way that the government will undertake to sustain the 
theory of the Interstate Commerce Commission that 
the spur tracks to industrial plants are part of the 
terminal delivery system of the Atchison, San Pedro 
and Southern Pacific railroads. 


California receivers and shippers naturally regard 
the case as of interest only to themselves. If they win 
they get rid of the charges which necessarily form a 
considerable item in the bills they pay for transporta- 
tion, They have not considered of how great importance 
it is to thousands of manufacturing plants, scattered 
all over the country, some of which pay for having 
their cars spotted and some of which receive that 
service as part of the charge they have paid for the 
system-line haul. 

To the perplexed financiers of the carriers it means 
much. If every carrier is at liberty, in every case in 
which it sets a car on a switch track, to charge for 
that service, a way is opened for concurrent action 
by all, for the imposition of such charges at points 
where the switching is done for nothing. 

The only possible bar to such action, to be found 
in the opinion of the Commerce Court, delivered by 
Judge Carland, is his iteration and reiteration that the 
team track service of the complaining carriers, at Los 
Angeles, is sufficient, and more than _ sufficient, to 
accommodate every carload of freight that might be 
brought to that city, and the added declaration of 
the carriers that they have land enough adjoining their 
team tracks to care for any probable extension of their 
business. 

It is conceivable that if-a case were presented in 
which the testimony showed that the carrier had not 
enough team tracks to accommodate the business offered 
to it at a given point, then the court might sustain 
a contention by complaining shippers or receivers 
that their spur tracks weer part of the carriers’ 
delivery system. .The judge, in one part of his opinion, 
calls attention to the fact that the old common law 
tue requiring a carrier to make delivery at the resi- 
dence or place of business of the consignee does not, 
and never was, applied to the railroads, the inference 
being that the spur tracks could not be regarded as 
facilities constructed by, the carriers to enable them 
to discharge their common law responsibility. 

After an exhaustive consideration and discussion 
of the admitted facts, Judge Carland announces it as 
the opinion of the court that a spur or switch track 
is not a facility of the carriers and that the switching 
of cars to such tracks is a special service for which 
the carrier may exact a reasonable charge. On that 
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point, as to the character of the service rendered, the 
language of the court is strong, Judge Carland saying: 

“To say that the transportation of cars and freight 
to and from industrial plants located from one-fifth 
of a mile to 7 miles from the main track of the carrier 
is the same service which the carrier performs and 
for which it is paid by the general tariff charge when 
it delivers freight at its depot in Los Angeles, or at 
the team tracks, is so contrary to the admitted physical 
facts as to be wholly untenable. It seems clear to us 
that, in the absence of statute, the carriers in the 
present case are not bound to perform this industrial 
track service, and if they voluntarily perform it under 
an arrangement with the owner of the industrial plant 
we see no reason why they may not charge a reason- 
able price therefor, and the charge in question is con- 
ceded to be reasonable. 


“We are not at liberty to view the case at this 
time except as it appears from the petition, and we 
are wholly unable to come to the conclusion from the 
facts therein stated, which are to be taken as admitted 
for the purpose of this motion, that the industrial or 
spur track service is the same service that the carrier 
performs by delivery to the team track or at the depot, 
and therefore are unable to say that the general tariff 
charge on freight shipped to Los Angeles from points 
of origin would include a delivery at the industrial 
plant. Nor are we able to see how it can be said that 
the general tariff charge includes a delivery at the 
industrial plant. When it is said that the general tariff 
charge for the transportation of freight to Los Angeles 
pays for the delivery of such freight at the industrial 
plant, upon what authority is this.-declaration made? 
Who is to say that it pays for delivery at the industrial 
plant? The carrier, in the first instance, is entitled 
to fix its tariff charges for the transportation of freight, 
and in this instance has fixed a certain tariff for the 
delivery of freight to Los Angeles. At the same time 
it fixed this general tariff it fixed a tariff, which it filed 
with the Interstate Commerce Commission, for this 
industrial track service, so that the only party in the 
first instance that had anything to say about what 
the general tariff charge should be was the carrier, 
and it has said that the general tariff charge only 
carries the freight to the depot or the team tracks. 
There is no evidence whatever that the carrier ever 
waived in any way its right to charge for the special 
service on the industrial tracks. There may be con- 
ditions under which the carrier may waive its right 
to make a charge for terminal service, as was said 
in Interstate Commerce Commission vs. Stickney (215 
U,. &.,. 0es3 

“*The carrier is under no obligation to charge for 
terminal services, Business interests may justify it in 
waiving any such charge, and it will be considered to 
have waived it unless it makes plain to beth shipper 
and Commission that it is insisting upon it.’” 

The opinion in this switching case and the fact 
that in a good many states it is possible for carriers 
to increase local fares so as to bring the sum of the 
locals up to the level of the through rate and thereby 
bring the through fares into harmony with the amended 
fourth section, suggests the thought that, while railroad 
financiers see only dark clouds all around them, there 
are a few patches of silver lining. 





























































































Increasing the local fares to the maximum allowed 
by state laws will put a few dollars into the treasuries 
of carriers. Of course, while the switching cases are 
in the Supreme Court the Commission undoubtedly 
would suspend all tariffs showing the imposition of 
switching charges where there are none now, but the fact 
remains that, while the Commission is not permitting 
any general increases, there are resources which the 
carriers have not exploited or tried to develop since 
Congress put on them the burden of proving the.need 
of higher rates. 

In the case of switching services, the rule laid 
down by the Commerce Court appears to be that if the 
charge sought to be imposed by the carrier is reason- 
able in and of itself, there is nothing more to be said. 
The court makes a point of the fact that the reason- 
ableness of the charge of $2.50 per car was not at- 
tacked in the proceedings before the Commission, and 
appears to regret the fact that it was not, because the 
omission left the court without power to pass upon 
that phase of the matter. 

How great a revenue the carriers might derive 
from the imposition of switching charges where none 
are now exacted, is merely a matter of guessing, be- 
cause no one has ever undertaken to figure it out. 
It must, however, be large. A favorable decision in 
the court of last resort would constitute at least one 
bright spot in the history of railroad regulation during 
the last five years. A. E. H. 


To Promote Safety 





Safety committees have been decided upon by the 
Frisco system to take action that it is believed will do 
away with a large part of the loss of life of employes. 

The trivial causes are the ones the safety com- 
mittees are to prevent. There will be a central safety 
committee, a division safety committee, shop committee, 
roundhouse committee, yards and station committee. 
The duties of each will be to discover defective condi- 
tions or careless practices incident to their particular 
plant or division. Matters of general inerest are re- 
ported to the central safety committee. Division com- 
mittees will make periodical trips by train over the 
division. Some detail of unknown work is to be given 
each member of the committee to attend to and see 
if in his opinion there are defects that if corrected 
would make for safety for some employe. Strange 
work is given the members to examine, for the reason 
that a man working along certain lines daily grows to 
minimize dangers and overlooks perils. A stranger 
would catch such matters more quickly. 

Bulletins will be distributed to the employes show- 
ing the different causes of injuries. Postal cards for 
written reports of corrections made will be given the 
members of the committee. At the end of the year the 
road will give a prize to the division which has reported 
the fewest accidents in proportion to the business trans- 
acted. 


TO SCREEN MISSISSIPPI CARS. 


Jackson, Miss., August 18—Dr. F. M. Sheppard of 
the Mississippi railroad commission has announced his 
intention to offer a resolution providing that all passenger 
cars running through the state be equipped with screens 
to protect passengers from flies and mosquitoes. 
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IOWA FIXES MINIMUMS 


Iowa Commission Establishes Minimum Carloads 
for Feeders, Fat Cattle, Sheep and Hogs 





Des Moines, Ia., August 18.—The Iowa state board 
of railroad commissioners on August 12 decided a case 
involving many railroads and most of the cattle ship- 
pers of the state in relation to minimum carloads of 
live stock. The specially interesting feature of the de. 
cision is the establishment of a different minimum for 
fat cattle than for “feeders,” on the ground that a 
carload of feeders, after being fattened, could not be 
crowded into the same car and there was always one 
steer or more left over to be sold at a sacrifice. 

The following counsel appeared: James C. Davis for 
the Chicago & Northwestern; J. L. Parrish fcr the 
Chicago, Rock Island & Pacific; M. J. Golden for the 
Chicago & Northwestern; W. G. Wagner for the Chi- 
cago, Burlington & Quincy; C. E. Hilliker and William 
Clapper for the Wabash; J. H. Henderson, commerce 
counsel of Iowa; H. C. Wallace and A. Sykes for the 
Corn Belt Meat Producers’ Association; W. H. Benn 
for the Sioux City Stock Yards Company; Mr. Koch 
for T. M. Sinclair & Co.; M. W. Baldwin for the Sioux 
City Live Stock Exchange; J. H. Morrell for the John 
Morrell Packing Company. 


Decision. 


This case involves the minimum weights on cars 
used in the transportation of live stock between all 
points in Iowa. This proceeding grows out of the ap 
plication by the railway companies to be relieved from 
the exception to Rule 35, shown at Index No. 1, in 
Supplement No, 7 to Iowa Classification No. 14. 

A full hearing was granted to all interested parties. 
The commerce counsel appeared on behalf of the ship- 
pers of the state generally. Large packing firms of 
the state were represented at the hearing. An associa- 
tion composed of several thousand representative live 
stock shippers in Iowa was represented by its officers. 
The railway companies were represented by the attor- 
neys and traffic officials of a few of the principal roads 
in the state. Testimony was taken and oral arguments 
of counsel were heard. 

A carrier is entitled to demand some reasonable 
minimum load which it shall be called upon to haul 
in its cars. If a shipper is unable to furnish as large 
a load as that minimum, and if that minimum is rea- 
sonably well adapted to the needs and conditions of 
that class of traffic, then the shipper should be the one 
to pay the difference. The conditions surrounding any 
traffic should be carefully studied when these minimums 
are framed. If the minimum on any special commodity 
is placed so high that few shippers are able to put 
that large a load in a car, the result is that the ship 
pers pay for transportation which they do not get. 
When the load is heavier than the minimum, the rail- 
Way company receives pay in accordance with the actual 
weight. In both instances the carrier receives full pay 
for all traffic hauled. 

We have been unable to secure a eopy of any de 
cision rendered by any other commission to assist us 
in reaching conclusions upon the various issues raised 
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in this case. In 1907 the Illinois railroad and warehouse 
commission, in effect, rescinded their former rule rela- 
tive to minimum weights of live stock cars, in so far 
as it protected the minimum of 31-fcot cars, when or- 
dered by the shipper; at the time a hearing was held, 
put no formal opinion was rendered, so far as we 
could ascertain. When a similar change has been made 
in other states we have been unable to find one in- 
stance where any hearing was held. The subject of 
minimum live stock weights is now under consideration 
by the Minnesota commission. In Missouri the minimum 
of the 31-foot car is protected, and has been for many 
years. 

For two years this commission has had under con- 
sideration the abolition of our present minimum weights, 
Today carriers are nominally required to furnish 31-foot 
cars, while the fact is very few of them have such 
cars in actual service. These rules have remained prac- 
tically unchanged for 22 years. The time has now 
come for some change in our rules. The commission 
has deemed it advisable to establish a definite minimum 
weight for cattle, hogs and sheep, independent, so far 
as practicable, of the size of the car. 

The net result of our present rules as to live stock 
cars is that the minimum weights are substantially 
those we have prescribed for cars having an inside 
measurement of 31 feet. These minimums existing to- 
day are the same as those which were in effect in 
lowa in 1889. During this period of time there has 
been a remarkable increase in the load of the average 
freight car. Taking the C., M. & St. P. Ry. Co. as 
a fairly representative company, we find the average 
carloading to-day is approximately 60 per cent greater 
than in 1889. 


It is probably true that there is no pressing neces- 
sity for low minimums on many commodities shipped 
in very large quantities, such as coal, grain, lumber, 
sand, iron, etc. But upon many light and bulky arti- 
cles this is not the case. In order to intelligently con- 
sider what has been the general custom as to com- 
modities really demanding low minimums, the commis- 
sion had a list compiled of all articles taking a mini- 
mum of 20,000 pounds or less at the present time, and 
compared these minimum weights to those upon the 
Same articles in 1889, wherever comparison was pos- 
sible. We find many such articles, with minimums 
ranging from 20,000 pounds down, one commodity taking 
a low a minimum as 5,000 pounds in 36-foot cars, In 
21 per cent of these cases we find some change in 
the rates has offset the change in the minimums; in 
§ per cent there has been an increase in the minimums 
Without any such offsets; and in 70 per cent the mini- 
hums have remained the same, or have been reduced 
below the minimums of 1889. The general tendency to 
‘ncourage traffic actually demanding low minimums, by 
Permitting the same, is well established. 

The actual traffic conditions as well as the unanimous 
Tequest of all live stock shippers and all the packers 
of the state, who made any appearance before the 
board at the time of the hearing, support the demand 
for a low minimum on live stock. 


The minimum weight which a shipper is obliged to 
Pay on a 36-foot car of cattle at present is 22,000 
Pounds. Records were kept by a Sioux City firm of 
the receipts of live stock at that city, during a period 











of 44 days; 
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this was accepted, without question, by 
all parties at the hearing as a fairly representative 
period. During this 44-day period several hundred cars 
of cattle were received; the scale weights of 55 per 
cent of these cars exceeded 21,000 pounds, while those 
of 45 per cent were 21,000 pounds or less. A minimum 
of 22,000 pounds, therefore, cannot be accepted as fairly 
adjusted to all sizes of cars carrying this character of 
traffic. When the minimum approaches the average 
weight, it becomes a hardship. 

There is quite a general tendency for stockmen in 
Iowa to buy “feeders” at the Missouri River markets 
or on the range, ship them to their farms in Iowa, 
fatten them for six months or a year, and then send 
them on to market. Where a stockman ships to his 
farm a car holding 22,000 pounds of cattle to fatten, and 
later ships them out in a 22,000-pound car, he finds that 
he has one or more steers that will not go in the car; 
this steer must be sold at a sacrifice, perhaps to a 
neighbor, or held over for another season. This applies 
equally to any number of cars handled in the same man- 
ner. To meet this situation the Commission has con- 
cluded that a lower minimum should exist on stock 
cattle than on fat cattle. This will permit of a smaller 
load of feeders than of fat cattle. A similar difference 
in the rates on feeders and fat cattle has been in vogue 
for many years in this and other states. 

One of the largest packing plants in the state is lo- 
cated at Cedar Rapids. This firm submitted exhaustive 
data covering receipts of hogs during the two months 
of May and June, 1911. During May, 1911, there were 
673 cars of hogs received, on which freight was paid 
(under existing minimums) for 554,090 pounds in excess 
of the actual weight of the live animals; during the 
month of June this excess amounted to 716,100 pounds. 
In other words, during those two months, operating at 
present minimums, freight was paid to the railway com- 
panies on 1,270,190 pounds which were not shipped. At 
Sioux City similar records were kept showing this excess 
paid for, but not shipped, during a period of 44 days, 
amounted to 1,044,600 pounds. 

The minimum on a 36-foot car of hogs (by W. T. L. 
rules applying in Iowa) is 17,000 pounds. The average 
actual weight of all carloads of hogs received at Cedar 
Rapids during the month of May, 1911, was 15,517 pounds. 
In June this amounted to 15,310 pounds. During this 
period 510 cars shorter than 36 feet in length were or- 
dered; the average actual weight in these short cars 
for the two months amounted to 15,243 pounds, and the 
excess paid for in these short cars, but not shipped, 
amounted to 316,800 pounds. 

At Sioux City the size of live stock cars ordered, 
and the per cent of each class so ordered, was as fol- 
lows: 

Thirty-six-foot cars, 38 per cent; 31-foot cars, 52 per 
cent; 33-foot cars, 7 per cent; 34-foot cars, .003 per cent; 
44-foot cars, 2 per cent. 

This clearly shows that the actual demand for low 
minimums is large. 

Out of 28 cars of sheep received at Sioux City during 
the 44-day period described above, we find only one in- 
stance where the load was as large as the minimum of 
the cars used. Judging by the actual traffic, the present 
minimums on sheep are too large. Under the new rules 
adopted by the Commission, sheep in 36-foot double-deck 
cars will take a less minimum than fat cattle, although 
they take fat-cattle rates. There is no hard and fast 
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relationship between these items. The minimum we 
prescribe for sheep is the same as on stock cattle, while 
the sheep rates are higher than the stock cattle rates. 
Other conditions control this situation. 

One fact worthy of consideration which was dis- 
closed at he hearing is that most of the live stock re- 
ceived at several of the principal Iowa markets comes 
from a vast number of independent shippers and farm- 
ers operating on a small scale. While the amount in- 
volved in each instance is small, yet the aggregate is 
large, and is of equal moment to both sides in the con- 
troversy. 

A change in carload minimums is as important to 
the ordinary stock shipper as is a change in rates. If 
the minimums requested by the railway companies (those 
applying to the 56-foot car, which have been allowed to 
go into effect on interstate traffic without any hearing 
or contest), were adopted in Iowa it would mean an 
average additional charge of more than $2 on every 
car shipped to Cedar Rapids. If the traffic during the 
months of May and June, 1911, is typical, this would 
mean an added annual charge of over fifteen thousand 
dollars ($15,000) at that one point. 

Raising and fattening live stock helps to conserve 
the resources of our soil. This is perhaps the most im- 
portant industry we have in Iowa, and should not be 
discouraged, wherever that can reasonably be avoided. 
That which serves to encourage the live stock business 
and the packing industry helps the entire state, and 
this prosperity in turn is beneficial to the railroads. 


Conclusion. 

We find that where the conditions are such that low 
minimums are essential to any particular kind of traffic, 
and are demanded, there has been a general tend- 
ency among the railway companies to reduce such 
minimums, or to leave them alone, although the capacity 
of freight cars has been constantly increasing. We fur- 
ther find that the low minimums are a necessity in the 
shipping of live stock in Iowa, because of the size and 
weight of the animals, the shrinkage and loss occasioned 
by undue crowding, and because of the size of the ordi- 
nary load the ordinary farmer or shipper does in fact 
send to market, due to the size of farms in this locality, 
the value of the stock, and various other conditions. 

To make a raise in the minimums on live stock cars 
at this time in Iowa would discourage a great industry 
to that extent; it would be against the protests of all 
the stock shippers and all the packers of the state, who 
made any appearance before the board; and it would 
not be justified by the conditions surrounding the actual 
traffic shown at representative Iowa markets. 

Therefore, it is our conclusion that there should be 
no substantial raise in the present minimum weights on 
cars of cattle, hogs and sheep. Neither evidence nor 
argument was offered against the change as to cars con- 
taining horses and mules, and Rule No. 35 will be per- 
mitted to take effect as to them, until otherwise directed. 
In harmony with these conclusions an order will be 
made prescribing the following minimum weights, in 
pounds, on live stock cars: 

Fat cattle, 22,000; stock cattle, 20,000; hogs, 15,000; 
sheep, single deck, 10,000; double-deck, 19,000. 

* These minimum weights will govern regardless of 
size of cars ordered or furnished—except as to shipments 
of fat cattle. Minimum weights provided for fat cattle 
will apply to cars 36 feet long or over, inside measure- 
ments; on cars ordered or furnished of shorter length, 
the minimum weight will be 20,000 pounds. 
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Refuses Consent to Build 


Albany, N. Y., August 18.—For the second time the 
New Ycrk public service commission, second district, 
has denied the application of the Buffalo, Rochester ¢ 
Eastern Railroad Company for a certificate of public 
convenience and a necessity, and for permission to con- 
struct a steam railroad across the state between Buffalo 
and Troy, The decision was by the unanimous vote 
of the commission. 

The commission passed adversely on a previous ap- 
plication on March 15, 1909, and the following year an 
application for a rehearing was made and granted. The 
grounds of denial on the rehearing are as follows: 

1. That a reasonable and fair estimate of the cost 
of the railrcad proposed to be constructed by the ap- 
plicant is not less than the sum of $100,000,000. 

2. That the principal purpose proposed to be served 
by the proposed road is the convenience of through 
freight acrcss the state of New York, received at Buf. 
falo and the Niagara frontier from points west of Buffalo, 
and received at Troy from points east of Troy. That 
a part of the purpose cf the said road is the serving 
of the localities through which the road would pass 
between the cities of Buffalo and Troy in the carriage 
of freight and passengers, but that it is not estimated 
or claimed by the applicant that the receipts therefrom 
would amount to more than practically one-tenth of the 
total receipts of the road. 

3. That the existing railroad facilities for the car- 
riage of through freight and passengers across the state 
of New York afforded by the various railroads engaged 
in that service are now adequate for existing business, 
and, in the judgment of the commission, based upon 
the record of this case and present general knowledge, 
the service and facilities which can be furnished by said 
existing railroads will be adequate for increase in such 
business during a reasonable future period. 

4. That the facilities afforded by the existing rail- 
roads for the accommodation of local freight and pas 
senger business across the state of New York along 
and in the vicinity of the line of the proposed road are 
adequate for the transaction of all existing business. 
That the construction of the proposed road would be 4 
greater convenience to those communities through which 
it would pass which are nearer to its proposed line 
than to the lines of existing railroads, than are such 
lines of existing railroads; but that such greater 
convenience is not enough to make the proposed road 
as a whole a public necessity. 

5. That the business which could be obtained by 
the proposed road if it were constructed would not be 
sufficient to pay operating expenses and a reasonable 
return upon the capital invested in such construction; 
and that the road, by reason of its inability to procure 
sufficient remunerative business, would necessarily be 
bankrupt from the outset. 

6. That the applicant has failed to show financial 
ability, resources and connections sufficient to justify the 
belief that it could construct its proposed road. 

7. ‘That upon all of the facts shown by the evidence 
taken, the commission is unable to find that the said 
proposed road is a public convenience and a necessity. 

The opinion of the commission has been prepared 
by Chairman Stevens and will be published soon. 
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FAIR PLAY IS ALL ROADS ASK 


Co-operation Between Shipper and Carrier Needed 
—Too Much Power to Commission a Mistake 


_——. 


BY L. E. JOHNSON, 
President, Norfolk & Western Railway Company.* 





The Civil War marked the division between the 
period when the railroads were local lines carrying traf- 
fic in cars that were not allowed to leave the rails of 
one rcad for those of another, and the era of through 
traffic: and thus it marked the division between the 
period when traffic problems were simple and the period 
when they became complex. When the serious questions 
that precipitated the war had been settled by its out- 
come, the minds of the people naturally turned to the 
country’s development. Fault was found with the rail- 
roads as they then existed, and as business conditions 
grew it was imperative that the old railroads be rebuilt 
and a great increase of mileage necessary. Bills were 
introduced in Congress providing for the construction 
of great through lines that would serve the South, the 
West and the Southwest. Although the projects to build 
new roads in whose capital the Federal government and 
the states were to participate failed to carry through 
Congress, there was a rapid extension of railrcads under 
corporate auspices, and there was the development of 
new traffic problems. The greatest volume of traffic 
originated in or was destined to the commercial and 
industrial centers whcse location had been determined 
before the railroad era. Competition for the traffic be- 
tween such centers was most intense. The cutting of 
rates, granting of rebates and other devices that have 
been widely ventilated were used in the greatest meas- 
ure to secure such through traffic. The railroads not 
only rescrted to such practices on their own initiative, 
but such practices were pressed upon them by shippers 
whose only desire was to send their traffic over the 
route that offered the lowest rates. The shipper would 
play one railroad against another, his opportunities for 
bargaining becoming the greater as the number of roads 
connecting the traffic centers increased. The higgling 
between shippers and railroads resulted in different 
rates being accorded to different shippers, the compe- 
tition often being so intense that rates varied from day 
to day. It was then the cry that it would not make 
80 much difference what the rates really were if every- 
one paid the same rate and the rates could be counted 
upon from one time to another. And thus the merry 
Struggle went forward. The railroads were engaged in 
a2 unbridled primeval struggle such as that of the 
beasts of the jungle, in which success comes to the 
Swift and the strong, and in no small measure to the 
shrewd, Competition is warfare. Business of that day 
Was warfare. Rival railroads were at war and the 
railroads and shippers were each trying to get the best 
of one another, but the struggle on the side of the 
tailroads was limited in that they never dared to 
charge a rate so high that traffic would not move, 
Provided that traffic was able to move at a rate which 


*From an address entitled “Relationship between Transpor- 
tation Companies and Their Patrons,” before the Southern Shoe 
Wholesalers’ Association at Swampscott, Mass., July 8, 1911. 
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but little more than covered the out-of-pccket expenses 
for hauling. The railroads were fighting for life, for 


the sustenance which maintains life. Shippers were 
struggling for the lowest rates they could obtain and 
individually had little regard for the prosperity of the 
railroads. The individual shipper was prone to resort 
to any device that would secure lower rates from a rail- 
road company, including falsification of weight, false 
declaration as to contents of packages, while at the 
same time he joined with others in demanding new 
stations, additional trains and better service. Against 
these conditions railroad managers of integrity and 
shippers of integrity struggled in vain. All this time 
business was being done, manufactures were diversified, 
the output of mines, mills and factories was increasing, 
agriculture was extending the products of the farm 
which, in increasing quantities, were supplying markets 
cld and new. The fluctuations in railroad rates did not 
restrain business as a whole; they were factors of an 
uncertainty akin to the weather and the unpredictable 
gyrations of other commercial conditions. During this 
era of unrestrained competition but few railroads were 
prosperous; that is, but few railroads regularly paid 
dividends, met their capital obligations, and adequately 
maintained and improved their plant and equipment. 
Under the terrific pressure of the shippers, rates—espe- 
cially competitive rates—suffered reduction after reduc- 
tion, the average per ton per mile steadily decreased. 
Because of the want of faith cn the part of the rail- 
roads, the assaults upon them by the shippers, and the 
lack of support of public opinion, the device of pooling 
was inaugurated by the railroad, which, however, 
was rarely more than partially successful. It was 
brought to an end by the legislation, or, rather, by the 
construction of certain of the legislation that was 
enacted during the period whose beginning was marked 
by the passage cf the interstate commerce law in 1887. 
While it is true that competition had really begun 
before the war, yet the great era in which competition 
was intense and unrestrained was during the score of 
years from the close of the war until 1887. Under this 
intense and unrestrained competition the extension of 
railway systems throughout the country has steadily 
gone forward and brought products of various regions 
into competition in an increasing number of markets 
and extended the area in which different wholesale cen- 
ters competed for the distribution of their wares. The 
rate adjustments necessary to effect this end were 
molded by the varying conditions, attaining what to a 
superficial consideration seemed an unjustifiable lack of 
symmetry and regularity. 

Rate structures and traffic practices had developed 
under stress, and usually along the lines of least re- 
sistance toward adjustment to traffic needs. As always, 
practice had preceded science. Even railroad managers 
were not always aware of the principles underlying the 
structure whose foundation was rooted below the bog 
and marsh'‘of contentious greed. These managers did 
what it seemed to them they had to do, concerning them- 
selves little with the study of principles. Small wonder 
that to the comprehension of the public in general rail- 
way rate adjustment and traffic procedure were 
state of chaos. 


in a 
The situation was bad enough, but 


many practices that on their face seemed to defy justice 
It was even a long time 


“were not lacking in equity. 
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befcre the people in general came to understand the 
necessity for classifications, for charging a greater rate 
per ton on some kinds of traffic than on others. The 
economic justice that under certain conditions underlies 
the lesser charge fcr the long than for the short haul 
is not generally understood, even at this time, although 
pointed out by railway economists and upheld by the 
Supreme Court of the United States. 

The period inaugurated by the enactment of the 
interstate commerce law in 1887, lasted almost another 
score of years. It is hardly an exaggeration to say 
that during the first several years of the Commission’s 
existence it served largely as an instrument for crys- 
tallizing popular dissatisfaction with certain rate ad- 
justments into decisions that were overruled by the 
Supreme Court of the United States. Although, as 
demonstrated by its language and the debates in Con- 
gress preceding its adoption, it was never intended when 
the interstate commerce law was enacted that the 
Commission should have power to prescribe a specific 
rate, it assumed that power until, in 1894, the Supreme 
Court held that it was acting beyond its authority in 
doing so. Although the railroads generally had obeyed 
its orders, and the ccurts as a rule had set aside its 
decisions in such cases as were appealed to them, the 
Commission steadily and persistently urged that larger 
powers be given it. 

During the depression that began in 18938, the rail- 
roads made many concessions in rates at the behest 
of shippers whose business was waning. In 1899, when 
business had revived, they sought again to advance 
rates, but a storm of protest was raised by shippers 
all over the country. Although the railroads were but 
partially successful in effecting the desired advances 
and in but few cases did they exceed rates in effect 
before the depression, certain shippers and shippers’ 
associations fomented agitation on the ground that the 
railroads were exacting exorbitant charges. A _ report 
made by the Interstate Commerce Commission to the 
Senate in the spring of 1904, erroneously. stated that 
the railroads had collected over $155,000,000 more freight 
revenue in 1903 than if the rates of 1899 had continued 
in effect. It was demonstrated that upon sound prem- 
ises and accurate calculations the amount of this in- 
crease was but $68,000,000, whereas the operating ex- 
penses had increased over $390,000,000, an amount nearly 
six times as much as that derived by the railroads 
from the increase in rates. This report of the Com- 
mission was published far and wide and, in connection 
with the agitation stirred up by certain shippers and 
shippers’ organizations, was responsible for a renewal 
of popular clamor against the railroads. They were 
widely accused cf charging excessive and exorbitant 
rates, although such accusations were seldom made 
specific. 

The Hepburn act, passed in 1906, gave the Inter- 
state Commerce Commission power to name a specific 
erate in case a rate complained of was found to be 
unreasonable. The enactment of that measure may be 
said to be the beginning of the present era. That enact- 
ment, however, was not followed by an avalanche of 
complaints of importance in regard to the existing rates 
of freight, and the number of such complaints of impor- 
tance diminished during the years immediately following 
the adoption of this law. 
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That enactment, however, had one effect which hag 
enhanced the vigor of the contentions on behalf of the 
shippers. During the time when rebates were genera] 
it was customary for the different shippers to conduct 
their negotiations directly with the railroads, each shipper 
desiring to secure as large rebates as possible, of which 
no one but himself would know. With the enforcement 
of the Elkins law, the shippers of each city, no longer 


able to obtain rebates through individual negotiation, 
found it desirable to work together and began, through 
various organizations, to employ a traffic representative 


to look after their combined interests. There had been 
a few of such associations and traffic representatives 
in some .of the principal cities prior to the Hepburn 
law, but their number greatly increased after its passage 
and the abolition of rebates. Many of those traffic rep. 
resentatives have been reasonably fair-minded in their 
intercourse with the railroads, but many of them have 
been vociferous in condemnation of the carriers .in order 
to impress their constituents with their activity. It jis 
very largely due to the efforts of the latter that tne ,rail- 
roads remain under the measure of popular discredit 
which still attaches to them. 

Even since the passage of the Mann-Elkins act of 
1910, the number of new complaints of importance against 
existing rates of the railroads has been comparatively 
few. The energies of the Commissicn have been largely 
exercised under the power conferred upon it to pass 
upon proposed advances in rates before they take effect. 
The principal cases of complaint of existing rates that 
have been brought before the Commission during the 
past several years have been those of communities dis- 
satisfied with relative rate adjustments that they think 
have placed their producers and merchants at a disad- 
vantage in competition with competing merchants and 
producers of other communities, 

Arguments advanced by the shippers in such cases 
have often been based upon what they designate as their 
“natural advantages of location.” They have complained 
against the railroads for endeavoring to deprive them 
of the “natural advantages of location.” It is usually 
considered commendable for an individual to endeavor 
to overcome natural disadvantages, whether entailed by 
physical infirmity, lack of training, or other handicap. 
Spectacles, ear-trumpets, wooden legs, study, application, 


the saving of money, are all devices for overcoming 
natural disadvantages, and the person who, by use of 
such a device is enabled to hold his own in a field 


with those more favorably endowed, is usually accorded 
credit rather than discredit. If he has the ability to 
perceive his natural disadvantages, and the will to over- 
ccme them, all the better for him. Now many railroads 
have been built either to overcome the natural disad- 
vantages of a community or to afford opportunity for 
the use of natural advantages. Indeed, they have never 
been built for any other reason. The Baltimore & Ohi0 
Railroad was constructed to bring to Baltimore traffic 
which was going to Philadelphia. The first railroads 
from Boston, New York, Chicago and other cities were 
built to overcome the natural disadvantages of those 
cities or to promote their natural advantages. Wel 
capital, energy and enterprise have combined to provide 
a community with railway transportation, what is io bé 
the limit to the benefit to which it is entitled from the 
- advantage thus gained? It is to overcome the natural 
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disadvantages that the government spends millions of 
dollars to improve a harbor here and a river there. 
Bridges are built and tunnels are bored to overcome 
such natural disadvantages, as the great Shoshone dam 
was built, and irrigation provided to reclaim the thou- 
sands of square miles of arid West. The more we reflect 
the clearer is our perception that all of the effort that 
has led to what we call civilization has been to overcome 
natural disadvantages. Now a railroad serving a partic- 
ular community, finds it to its interest to enable that 
community to place its products in the widest markets, 
It is the pursuance of this policy that has developed 
the industry and commerce of the United States. The 
clamor of shippers to be protected in the natural ad- 
vantages of location would seem to be a confession of 
weakness, for if the natural advantages of location were 
reinforced with strength, skill, foresight and industry 
there would seem little need for them to cry for gov- 
ernmental protection. Natural advantages and economic 
strength are not synonymous. It would seem that a 
railroad company is justified in promoting the interests 
of the communities which it serves so long as it is not 
obliged to carry their traffic at a positive loss, but with 
a reasonable profit. To rule otherwise is to do for the 
communities cf this country what the trades unions do 
for their members—reduce their energy and ability to 
the dead level that stifles enterprise. 

Yet it is hardly an exaggeration to say that it is 
the desire of the weak for protection against the strong 
that has underlaid all the clamor against the railroads. 
That the weak should’ be prctected from rapacity and 
injustice is perhaps the motive that underlies nearly 
all of law, but at the same time that strength, skill, 
foresight, wisdom, and perseverance should be protected 
in the rewards that accrue to these qualities is essential 
to the progress of civilization, That railroads should 
charge the same rates under the same conditions to all 
alike; that by secret practices and stealthy devices one 
should not be favored at the expense of ancther is an 
obligation of the public character of their service. To 
protect the weak against the strong at all times, under 
all conditions and by all means is to reverse the process 
of evolution, to promote the survival of the unfit. 

Very few even of railroad managers deny that it is 
advisable that there should be a tribunal for the ad- 
justment of differences between the railroads and the 
shippers. The Interstate Commerce Commission is such 
a tribunal. Its powers have been so augmented that it 
how has very nearly the final word as to what shall 
be the rates of freight on interstate traffic, and the 
recent decisions of Judge Sanborn in the Minnesota rate 
case tend to give it control over intrastate rates to the 
extent that they affect interstate traffic. 

It has at times seemed to the railroads that the 
Commission instead of being a tribunal in all that the 
term implies, has considered itself as the representative 
of the shippers in their controversies with the railroads. 
That this is not true is evidenced by the fact that ap- 
proximately one-half of the complaints made to the Com- 
Mission in three or four years following the passage of 
the Hepburn act were decided against the complainants. 
{t has, moreover, rendered decisions that have tended 
to relieve the railroads of burdens that the shippefs had 
forced upon them and of which they could not relieve 
themselves. Such are the decisions that elevation allow- 
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ances and divisions of through rates with industrial lines 
and tap lines are unlawful. Certain of its decisions, 
however, have seemed to consider different railroads un- 
der different corporate ownership as not entitled to the 
fullest consideration that separate corporate ownership 
would seem to imply. Such is the decision compelling 
the line between Portland and Seattle to participate in 
the division of a through passenger rate from the Mis- 
souri River, while the company owning the through line 
from the river believed that it should have the through 
traffic rate, or else its local rate for the shcrter haul. 
Another such decision is that which, for the benefit 
of wholesale merchants at Kansas City and other points 
on the Missouri River, reduced the through rates from 
the East. If it is the will cf the people that separate 
lines under separate corporate ownership should be util- 
ized as though they were parts of one system, it would 
seem unfair that they should prohibit the amalgamation 
of such lines under one ownership. That is, if the lines 
are to be deprived of the advantages of competition, 
they should be allowed the benefits of amalgamation, 
especially as the Commission now has the power to 
prevent the evils that in earlier times might have ensued 
from such amalgamation. 

The antagonism to the railroad of a large repre- 
sentation of the shippers was clearly shown during the 
recent hearings before the Interstate Commerce Com- 
mission, in which the eastern and the western trunk 
lines sought to obtain an advance in rates. There is 
no intention here to question the justice of the decisions 
of the Commission in these cases; that will be disclosed 
by the course of events. It is noteworthy that very few 
shippers appeared before the Commission in person. 
This has aroused the suspicicn of a fear that, while 
claiming the railroads are reaping undue returns, they 
might have been cross-examined as to the amount of 
their own profits. In these days of great industrial 
and commercial corporations the line of distinction be- 
tween public or quasi-public and private enterprise would 
seem to be different from that of the long past genera- 
tions when industry and commerce were conducted by 
the individual artisan and the individual merchant, for 
whose benefit highways had to be provided and, of 
necessity, at the public expense, That the people should 
be fed and clothed and provided with shelter is cer- 
tainly a public necessity. Now that these necessities 
are largely provided by great corporations, it is not an 
exaggeration to say that they are performing a public 
service, that their functions are of a public nature, and 
therefore that they should be regulated if the railroads are 
to be regulated. If the rates of the one are to be lim- 
ited, why not the prices of the other? If the rates of 
the one are to be limited, in order that profits may 
be but moderate, why should not the prices of the 
other be limited in order that their profits may likewise 
be moderate? If the era of paternalism in which we 
have taken a long step is to endure there should not 
be distinction between Peter and Paul 


There is a close relation and should be a fraternity 
and co-operation between the manufacturer, the shipper 
and the carrier. Personally, I think that Congress made 
a mistake in putting the power into the hands of the 
Interstate Commerce Commission to fix rates or to sus- 
pend tariffs filed with the Commission on its own initiative. 
It is no more right that rates should be limited in order 
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that profits may be only moderate than that there should 
be a tribunal of any character that should fix the prices 
of the manufacturer in order that his profits may like- 
wise be moderate. Every business conducted honestly 
should be permitted to make such profits as the initiative 
and power of the manufacturer, merchant or shipper, by 
economical methods, close attention and improved facili- 
ties warrant, so long as the rates and prices are rea- 
sonable and alike to all. It is not conceivable that a 
body cf men like the Interstate Commerce Commission 
is any more capable of judging what are reasonable 
A rates than those men who have made a study of this 
for many years. Again, the law, as it now exists, 3s 
not fair to the carrier. For example, under Hepburn 
amendment, the carriers filed their rates and they went 
into effect, with the right to the shipper of making 
complaint before the Interstate Commerce Commission, 
and if, upon investigation, the rate filed was found to 
be umreasonable or discriminatory, it was within the 
power of the Commission to order a lower rate and at 
the same time order reparation to the shipper, which 
order was generally complied with by the carriers, al- 
though there were cases that were appealed .to the 
courts. Under the amendment of June 18, 1910, known 
as the Mann-Elkins bill, Congress empowered the Inter- 
state Commerce Commission to fix rates with power to 
suspend tariffs filed and to make investigations on its 
own initiative, and if, upon investigation, they find that 
the rate filed is not unreasonable or discriminatory, it 
is permitted to go into effect, but the carrier has no 
reparation from the shipper, it having lost, with no 
power to regain, such sums of money as the difference 
between the rate filed and suspended and finally put 
into effect, would have enabled them to earn. 

Finally, gentlemen, I appeal to you as business men 
to look these matters fairly in the face. It is not to be 
claimed that errors do not creep in, in the management 
of the railroads, neither can it be claimed that errors 
are not made by the shippers, but we should pull to- 
gether and lay before each other openly and frankly 
our needs and conditions. It is incomprehensible to me 
why there should be so much unrest and apparent (but 
I fully believe, not real) dissatisfaction. Gentlemen, we 
desire to serve you faithfully and honestly, looking for 
nothing but what is fair. 


“This is the plank on which we stand, 
For every rank in every land, 

For every cause and every creed, 

FAIR PLAY .is all we ask or need.” 


RENO LIKES NEW RATE SCHEDULE. 


Reno, Nev., August 18.—New class rates and the 
anticipated reduction in, commodity rates are already 
making themselves felt in Reno. Real estate has had 
a decided improvement in tone and deals are more fre- 
quent as prices advance. More than a dozen whole- 
saling and jobbing houses on the coast have representa- 
tives arranging for the establishment of branch houses. 
One of the most important developments is the organ- 
ization of a company to establish an immense cold 
storage warehouse where eastern products will be stored 
for sale and local products placed in storage for ship- 
ment. The details of the plans are not entirely worked 
out, but there is proof that there is determination and 
money back of the project. 
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Stock Cattle Rates 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. o, 
Washington, D. C., August 18—The following order 
of the Interstate Commerce Commission has been made 
public: 
ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 4th day of August, A. D. 1911. 


Investigation and Suspension Docket No, 55, 


In the Matter of the Investigation and Suspension 
of Advances in Rates by Carriers for the Transportation 
of Stock Cattle and Sheep. 

It appearing, That there has been filed with the 
Interstate Commerce Commission tariffs containing sched- 
ules stating new individual and joint rates and charges 
and new individual and joint regulations and practices 
affecting rates and charges, to become effective the 15th 
day of August, 1911, designated as follows: 


The Chicago & Alton Railroad Company, Sup. No 


I. C. C. No. A-257. hla 

Chicago & Northwestern Railway Company, Sup No. 10 to 
I. C. C. No. 6839, Sup No. 29 to I. C. C. No. 7151, Sup. No. 2 to 
i. ‘...c. aie. Tae. 


Chicago Great Western Railroad Company, Sup No. 1 to 
I. C. C, No. 4745, Sup No. 8 to I. C. C. No. 4680, Sup No. 11 to 
I. C. C. No. 4769, Sup. No. 4 to I. C. C. No. 2983, Sup. No. 4 to 
I. C. C. No. 4707. 

Chicago, Milwaukee & St. Paul Railway Company, Sup. No. 
5 to I. C. C. No. B-2023, Sup. No. 4 to I. C. C. No. B-2109, Sup 


No. 1 to I. C. C. No. A-9479, Sup. No. 2 to I. C. C. No. B-2253, 
Sup. No. f[ to I. C. C. No. B-2301. 
Chicago, Rock Island & Pacific Railway Company, Sup. No. 


1 to I. C. C. No, C-9085, Sup. No. 6 to I. C. C. No. C-8935. 
Chicago, St. Paul, Minneapolis & Omaha Railway Company, 
Sup. No. 11 to I. C. C. No. 3653. 
Chicago, Burlington & Quincy Railroad Company, Sup. No. 


1 to I. C. C. No. 10225; Sup. No. 5 to I. C. C. No. 10055, Sup. 
No. 12 to I. C. C. No. 9927, Sup. No. 5 to I. C. C. No. 10054. 
Illinois Central Railroad Company, Sup. No, 5 to I. C. ¢. 


No. A-7708, Sup. No. 1 to I. C. C. No. A-6458, Sup. No. 9 to 
I. C. C. No. A-7535. 
Toledo, St. Louis & Western Railroad, the Chicago & Alton 


Railroad Company, Iowa Central Railway Company, Sup. No. 
12 to I. C. C. No. A-40. 
The Wabash Railroad Company, Sup. No. 1 to I. C. C. No. 


2120, Sup. No. 3 to I. C. C. No. 1736, Sup. No. 6 to I. C. C. No. 
2621, I. C. C. No. 2806. . 

Tariff containing schedules stating new individual and joint 
rates and charges, and new individual and joint regulations and 
practices affecting rates and charges, to become effective the 
16th day of August, 1911, designated as follows: The Minneapo- 
lis & St. Louis Railroad Company, Iowa Central Railway Com- 
pany, Sup. No. 35 to I. C. C. No. 1750. 


Tariff containing schedules stating new individual and joint 
rates and charges, and new individual and joint regulations 
and practices a-‘fecting rates and charges, to become effective 


the 17th day of August, 1911, designated as follows: The 
Atchison, Topeka & Santa Fe Railway Company, Sup. No. 9 to 
I. C. C. No. 5418. 


Tariff containing schedules stating new individual and 
joint rates and charges, and new individual and joint regula- 
tions and practices affecting rates and charges, to become ef- 
fective the 18th day of August, 1911, designated as follows 
Illinois Central Railroad Company, Sup. No. 11 to I. C. C. No. 
A-5677. 

Tariff containing schedules stating new individual and joint 


rates and charges, and new individual and joint regulations and 
practices affecting rates and charges, to become effective the 
22d day of August, 1911, designated as follows: The Great 
Northern Railway Company, Sup. No. 9 to I. C. C. No. A-Ss5, 
Northern Pacific Railway Company, Sup. No. 3 to I. C. C. No. 
4166. 

Tariff containing schedules stating new individual and joint 
rates and charges, and new individual and joint regulations and 
practices affecting rates and charges, to become effective tle 
24th day of August, 1911, designated as follows: The Chicago, 
Rock Island and Pacific Railway Company, Sup. No. 6) to 
I. C. C. No. C-4549. 


Tariff containing schedules stating new individual and joint 
rates and charges, and new individual and joint regulations 
and practices atecting rates and charges, to become effective 


the 25th day of August, 1911, designated as follows: ‘The 
Great Northern Railway Company, I. C. C. No. A-3412; and 
Tariff containing schedules stating new individual and joint 
rates and charges, and new individual and joint regulations nd 
practices affecting rates and charges, to become effective te 
ist day of September, 1911, designated as follows: Nortiern 
Pacific Railway Company, Sup. No. 4 to I. C. C. No. 3971. 
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August 19, 1911 





It is ordered, That the Commission, upon complaint, 
without formal pleading, enter upon a hearing concern- 
ing the propriety cof the advances and the lawfulness 
of the rates, charges, regulations and practices stated 
in the schedules contained in said tariffs. 

It further appearing, That from a consideration of 
the character and amount of the advances and the 
circumstances under which they have been made and 
the rights and interests of the public affected thereby, 
it is the opinion of the Commission that the effective 
date of the schedules contained in the tariffs above 
specified should be postponed pending the hearing and 
decision; therefore, 

It is further ordered, That the operation of the 
schedules contained in said tariffs be suspended and 
that the use of the rates, charges, regulations and prac- 
tices therein stated be deferred until the 13th day of 
December, 1911. 


And it is further ordered, That the several carriers 
hereinafter named be made defendants to this pro- 
ceeding, and that they be duly notified of the time 
and place of the hearing above ordered and that a copy 
of this order be forthwith served upon each of them, viz.: 


[There are 291 roads named in the list annexed to the order. 
—Editor.] 


More Cattle and Sheep Orders 


—_—— 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 


Washington, D. C., August 18.—Three investigation 
and suspension orders were issued on August 12, all in- 
volving rates on cattle and sheep. They are: 

Chicago, Rock Island & Pacific Supplement No. 18 to 
I, C. C. No. C-8789. 

Chicago, Rock Island & Pacific Supplement No. 19 
to I. C. C. No. C-8789. 

Chicago, St. Paul, Minneapolis & Omaha Supplement 
No. 20 to I. C. C. No. 3422. 

And the following, effective on the dates therein 
mentioned: 

The Minneapolis & St. Louis Railroad Company, Iowa 
Central Railway Company Supplement No. 35 to I. C. C. 
No. 1750, effective August 16. 

The Atchison, Topeka & Santa Fe Railway Company 
Supplement No. 9 to I. C. C. No. 5418, effective August 17. 

Illinois Central Railroad Company Supplement No. 11 
to I. C. C. No, A-5677, effective August 18. 

The Great Northern Railway Company Supplement 
No. $ to I. C. C. No. A-878, Northern Pacific Railway 
Company Supplement No. 3 to I. C. C. No. 4166, effective 
August 22. 

The Chicago, Rock Island & Pacific Railway Com- 
Pany Supplement No. 63 to I. GC. C. No. C-4549, effective 
August 24. 

The Great Northern Railway Company, I. C. C. No. 
A-3412, effective August 25. 

Northern Pacific Railway Company Supplement No. 
4 to I. C. C. No. 3971, effective September 1. 


Great Northern Supplement No. 39 to I. C. C. No. 
A-882. 


Chicago & Northwestern Supplement No. 18 to I. C. 
C. No. 6696. 

Chicago, St. Paul, Minneapolis & Omaha Supplement 
No. 19 to I. C. C. No. 3422. 
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Pierre, Rapid City & Northwestern Supplement No. 
10 to I, C. C. No, 12. 


The Wabash Supplement No. 7 to I. C. C. No. 2621. 
Chicago, Burlington & Quincy Railroad Company 
Supplement No. 6 to C. B. & Q. I. GC. C. No. 9822. 


Commission Lays Out Work 





Lincoln, Neb., August 18.—The railway commission 
has recently issued a prospectus giving an outline of 
what it is doing and expects to do, with a view of 
showing the people of the state the reasons for its 
existence. Some of its proposed work is as follows: 


The values in detail, as reported by the engineering 
department of the railway commission of all the rail- 
roads in Nebraska, have been in the hands of the com- 
mission for several months, during which time a careful 
and exhaustive study has been made by the commis- 
sioners of these reports, and the elements which go 
to make up the values of the physical properties of 
the several railroads. The final hearing and the adoption 
of these valuations will be taken up by the commis- 
sion, on September 5. 


The magnitude of this undertaking may be appre- 
ciated, when it is considered that there are seventeen 
independent carriers of freight and passenger within 
Nebraska, with property aggregating in value of more 
than $250,000,000. 

The importance of this work may, in a measure, 
be realized, when it is remembered that the railroads 
recently appeared before the state board of assessment, 
and insisted upon a much lower valuation being placed 
upon their property for the purpose of taxation than 
they were willing to have adopted by the railway com- 
mission as a basis of rate-making. Before the state 
board of assessment, the railroads asserted, for in- 
stance, that their right-of-way should be assessed no 
higher than abutting property, but in the determina- 
tion of the value of this branch of their property, 
before the railway commission, they are asking that 
for the purpose of assessing rates, they be given a 
valuation of three times the fair market value of adjoin- 
ing lands. 

The commission is just now entering upon the work 
of valuing the property of street railways, express 
companies, telephone and telegraph companies and 
sleeping car companies. When this work is completed 
it will be one of the leading factors in determining the 
reasonableness of rates of common carriers, as well 
as being of inestimable value as a basis of assessment 
and taxation. 

The commission is also preparing a new classifica- 
tion covering freight shipments in Nebraska, instead 
of permitting the railroads to make their current classi- 
fication tariffs applicable to Nebraska territory. The 
conditions with reference to the movement of freight 
in Nebraska are so widely different froni those obtain- 
ing east of the Missouri River, where the western 
classification applies, particularly in the matter of 
minima, that it would be a hardship upon the shippers 
of this state to adopt the western classification on the 
sole ground of uniformity. Carload freight from manu- 
facturers into the jobbing points along the Missouri 
River should and ought to move under a much greater 
minimum weight than is made applicable to the territory 
served by the jobbing or distributing centers. 
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The 2-cent passenger fare law and the cases in- 
volving the validity of the reductions in freight and 
express rates in Nebraska are pending in the federal 
court. A vast amount of data showing the earnings 
and operating expenses of the carriers, as well as 
other factors which must ultimately determine the rea- 
sonableness .of these rates, is being prepared and pre- 
sented, in the hope that the legislative enactments 
bringing about these reductions will be finally upheld. 





Taken to Commerce Court 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. C. 

Washington, D. C., August 18.—The Southern, one 
of the defendants in the case of the St. Louis Blast 
Furnace Co, against the Virginian Railway Company, 
con August 15 took the order of the Commission to the 
Commerce Court for review. 

The Commission’s order is that the carriers pay 
reparation to the complainant on one lot of shipments 
amounting to $490.81 and on another lot of $7,374,25 
charges collected on coke from Deepwater, W. Va., to 
Carondelet, the through rate being in excess of the 
sum of the intermediate rates. 

A CHANCE FOR NEW RATES. 

Recently, when a large movement of crude brim- 
stone consigned to some of the Wisconsin paper mills 
passed through a certain middle state’s territory ter- 
minal, that famous character, the Irish section boss, 
sprang into the limelight again. 

Pat was approaching the yardmaster’s office with 
a handspike, when H. R. H. of the railroad yard spied 
him. 

“Goin’ down on No. 5, Pat? There’s several cars 
of brimstone on No. 5 and some mutt, who hasn’t out- 
grown the soft spot on his head, nailed on some boards 
with advertising. It’s against the rules; take ’em off, 
will yah?” 

“Br-r-imstone! did ye say? 
doin’ now—movin’ hell?” 


Golly! w’at a-r-re they 


ALLEGES ILLEGAL RENTAL CHARGE. 
Springfield, Ill., August 18.—The case of the East 
Side Packing Company against the Vandalia Railroad 
Company, in which it is claimed an illegal car rental 
charge was made by the defendant, has been heard by 
the state board of railroad and warehouse commis- 
sioners, and thirty days’ time was given the parties to 
the case in which to file briefs. The packing company 
claims it was charged a car rental of $2 a day by the 
railroad company in addition to switching charges on 
shipments from packing plant to points within the 
switching limits of East St. Louis. Thomas W. White 
of St. Louis and R. H. McAnulty of Springfield appeared 
as attorneys for the Vandalia, while Sherman W. Wilson 

of East St. Louis represented the complainant. 


DETENTIONS AT DULUTH. 

Duluth, Minn., August 18.—The monthly report of 
the Lake Superior Demurrage Bureau for July shows 
26,332 cars tracked at Duluth and Superior, 29,480 days 
for loading and unloading, or an average detention of 
1.12 days. In May, 1910, the average detention was 
the same; otherwise this is the lowest record since 
January, 1910. 
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MAY CARRY MAIL PACKAGES 


Colorado Commission Refuses Jurisdiction in 
Case of Express Company Carrying 
Mail Matter 


Denver, Colo., August 18.—By the railroad commis- 
sion of Colorado it has been decided that it has no 
jurisdiction over alleged violations of the United States 
postal law on the part of express companies. Though 
the nature of the decision is obvious, yet the point 
involved is of some interest and serves to recall the 
previous action of the Interstate Commerce Commission 
upon a similar case. The decision of the Colorado com- 
missicn follows: 


BEFORE THE STATE RAILROAD COMMISSION OF 
COLORADO. 

George J. Kindel, 

Plaintiff, 
vs. 

Adams Express Company, Ameri- 
can Express Company, United 
States Express Company, Wells, 
Fargo & Co. and the Globe Ex- 
press Company, 


Alleged Violation of 
United States 
Postal Law. 


Defendants. 
This matter coming on for hearing this 7th day of 
August, 1911, before the commission, all members thereof 


being present, the plaintiff being represented by George 
J. Kindel in person, and the defendants, the Adams 
Express Company, the American Express Company, the 
United States Express Company and Wells, Fargo & 
Co., being represented by Gerald Hughes, Clayton C. 
Dorsey and E. I. Thayer, and the defendant, the Globe 
Express Company, being represented by E. N, Clarke 
and J. G. McMurray. 

The complaint states among other things that the 
defendant companies are engaged daily in an unlawful 
business and are so engaged in violation of the laws 
of the state of Colorado and the authority of said state 
in the conduct of their business, particularly in this: 
That they are daily engaged in the carriage for hire 
of packets weighing four pounds and less, also single 


books, also newspapers, weekly magazines and other 
periodical publications entered with the Post Office De- 
partment of the United States as mail matter of the 
second class; that such carriage is over post routes 
established by law, and from cities, towns and places 
to other cities, towns and places between which the 


mail is regularly carried, and in particular between 
points and places within the state of Colorado; that is, 
between Denver and Trinidad, Greeley, Grand Junction 
and divers other places within the state; that such 
carriage is made at stated periods and by regular trips; 
that such packets so carried as aforesaid do not relate 
to the merchandise under the ccntrol of said carriage; 
that such packets and matter as aforesaid so carried 
are not in their form or nature liable to destroy, deface 
or otherwise damage the contents of ‘the mail bag 
harm the person of anyone engaged in the postal service, 
and particularly of such carriage of packets as afore 
said made on the 5th day of June, 1911, and divers 
other dates, and particularly between the points and 
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places aforesaid, and that between said places the mail 
is regularly carried; that said defendants have on file 
with the Colorado railroad commission their rates, rules 
and tariffs containing and providing for unlawful and 
illegal rates and charges. 

The defendants herein deny that they are engaged 
at all in an unlawful business; deny that they are en- 
gaged in violation of the laws of the state of Colorado; 
admit that they have on file with the state railroad com- 
mission their rates, rules and tariffs as required by 
the laws of the state; deny that said rates, rules and 
tariffs on file contain cr provide for unlawful or illegal 
rates or charges for the transportation of packets of 
four pounds weight or under; deny that the carriage by 
them of packets, newspapers, weekly magazines and 
other pericdical publications and single books is an 
unlawful carriage; deny that their rates applicable 
thereto are unlawful; deny that Congress of the United 
States in the exercise of its constitutional power com- 
mitted the carriage of packets of the matter set forth 
exclusively to the mails cf the country and made it 
unlawful for any express to carry same; deny that 
such carriage by them is contrary to the authority of 
the state of Colorado. Defendants allege that they are 
engaged in the business of transporting property by 
express to and from and between points in the state of 
Colorado and other states of the United States and 
foreign countries; allege by the Constitution of the 
United States the sole and exclusive power to establish 
post routes and post offices and to regulate the conduct 
thereof is given to the Congress of the United Stafes, 
and that no state or governmental authority thereof has 
any jurisdiction to pass upon the question as to whether 
these defendants are violating the postal laws of the 
United States; deny the authority of this commission 
to make any lawful order herein and ask that the com- 
plaint herein be dismissed. 

Defendants filed herein a formal motion to dismiss. 

In the case of Nathan B. Williams vs. Wells, Fargo 
& Co., decided March 8, 1910, by the Interstate Com- 
merce Commission, in which the questions involved are 
practically identical with the questions involved herein, 
the Commission, speaking through Commissioner Prouty, 
says: 

“The Commission has no authority to establish, in 
the first instance, the rates of the defendant. The act 
to regulate commerce requires these rates to be filed 
with the Commission, and authority is given to it to 
investigate upon complaint the rates so filed, and to 
Prescribe other rates in substitution for the future, pro- 
vided those established are found to be in violation of 
the act. The defendant does not, in handling these 
small packets or in filing its tariffs applicable thereto, 
transgress any provision of the act which we administer. 
If we were satisfied that such action upon the part of 
the defendant was in violation of the federal statutes, we 
could not, for that reason, order it to cease and desist 


from such practice; nor could we require it to with- 
draw its tariffs. 


“Since we can grant no relief in this proceeding, 
it is not necessary nor appropriate to inquire whether 
Congress possesses the constitutional authority to create 
in the government a monopoly of transporting packets 
and books, as claimed by the complainant; nor whether, 
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if the constitutional power exists, it has ever been 
exercised. 


“The complaint will be dismissed; but a copy of the 
record will be transmitted to the attorney-general of 
the United States for his information.” 

In this same case, on being taken to the United 


States Circuit Court, reported in 177 Federal, the court 
therein says: 


“While Congress has full and constitutional power 
to reserve to the postal department a monopoly of the 
business of receiving, transmitting and delivering mail, 
and in the exercise of such right they enact such rules, 
regulations and laws as will effectively preserve its 
monopoly, and prescribes fines, penalties and forfeitures 
and punishment therefor; yet this monopoly is intended 
to extend only to letters, packets of letters, and the like 
mailable matter; and Congress has never attempted to 
extend its monopoly to the transportaticn of merchandise 
in parcels weighing less than four pounds, nor to pro- 
hibit private express companies making regular trips 
over established post routes from engaging in the busi- 
ness of carrying such parcels for hire, 


“The word ‘packet’ as used in Revised Statutes, sec. 
3982, prohibiting the establishment of any private ex- 
press for the conveyance of letters or packets over 
post rcutes, is limited to its original meaning, throughout 
the postal laws, to cover only a written communication 
of four or more sheets, which by act of 1827, sec. 5, chap. 
61, 238, was required to pay quadruple postage, and 
dces not include a ‘packet of merchandise’ not ex- 
ceeding four pounds sent by mail.” 


It is the opinion of this commission that if the 
acts complained of in the complaint were in violation 
of the United States pcstal laws, this commission is 
without power to make a legal order in this case. 

The section of the United States statutes under 
which this action is brought provides a penalty for the 
carriage of matters prohibited therein. If we were of 
the opinion that the defendants herein were carrying 
matters prohibited by the United States postal laws, yet 
we are without authority to enforce the penalty pro- 
vided therein. 

We are of the opinicn that the acts complained of 
in the complaint, if true, are not in violation of any 
law of the state of Colorado which this commissjon is 
called upon to administer. 


For the reasons herein set forth it is the order of 
this commission that the petition of the plaintiff herein 
be, and the same is hereby, dismissed. 

By order of the commission, 


Aaron P. Anderson, Daniel H. Staley, Sheridan S. 
Kendall, Commissioners. 


SALT COMPANIES COMPLAIN. 


Washington, D, C., August 18.—The Morton Salt 
Company and the Retsof Mining Company, the former 
of Chicago and the latter of Retsof, N. Y., have filed 
their complaint, on the investigation and suspension 
docket, against the proposed increase of rate on coarse 
salt in packages, from the western New York salt fields 
to Chicago, Hammond, Burnham and other Central Freight 
Association Territory points. 
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INADEQUATE TRAIN SERVICE 


Ohio Commission Orders C., H. & D. Railway to 
Establish More Frequent Train Service 
Between Wellston and Ironton 


Columbus, O., August 18.——The public service com- 
mission has issued the following order relative to inad- 
equate passenger and freight train service of the Cin- 
cinnati, Hamilton & Dayton Railway, between Wellston 
and Ironton, O.: 

BEFORE THE RAILROAD COMMISSION OF OHIO, 

NOW THE PUBLIC SERVICE COMMISSION OF 

OHIO. 


W. H. McGugin, Complainant, 


Vs. 
No. 125. 
The Cincinnati, Hamilton & Dayton Rail- 
way Company, Defendant. 


The complainant herein, W. H. McGugin, says that 
he brings this action in his own behalf and also in 
behalf of that portion of the general public which has 
occasion to use defendant’s railroad between Wellston, 
O., and Ironton, O., and alleges that said defendant has 
heretofore, and is now, failing and refusing to furnish 
to the public adequate passenger and freight service 
on its line at and between the points above designated. 

It appears that prior to March 5, 1911, the defend- 
ant maintained a published schedule providing for a 
passenger train, daily, except Sunday, leaving Ironton 
at 7 a. m. and arriving at Wellston at 10:50 a. m., and 
another passenger train leaving Wellston at 11:45 a. m. 
and arriving at Ironton at 3:30 p. m.; also a mixed 
train, which performed the work of a local freight 
train, but carrying also a passenger coach for the 
accommodation of passengers, leaving Wellston at 5:40 
a. m. and arriving at Ironton at 10:10 a. m., and a 
similar train leaving Ironton at 10:55 a. m. and arriving 
at Wellston at 3:10 p. m. On March 5, 1911, defendant 
discontinued said mixed trains and, in lieu thereof, put 
into service a certain local freight train leaving Wellston 
at the same hour, but with instructions to the crew 
not to go through to Ironton unless the round trip, 
including all terminal work at Ironton, could be com- 
pleted within sixteen hours, which train does not carry 
passengers. 

Defendant admitted that it is regularly operating 
an extra train on practically the same schedule pro- 
vided for said mixed trains, designating such trains on 
Mondays, Wednesdays and Fridays as a “through” freight 
train, and on Tuesdays, Thursdays and Saturdays as 
a “local” freight train. 

The railway company makes the defense that it 
is providing all the service that the business warrants, 
and that additional facilities and service would be un- 
profitable. 

The averments of the complaint were supported by the 
evidence. Not only does it appear that defendant has 
failed to provide a reasonable passenger train service to 
Ironton, the center of trading for the public residing along 
this branch of the defendant’s system, but the testimony 
also developed the fact that the defendant is not pro- 
viding a reasonably adequate service for the freight 
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traffic offered for shipment at Ironton to way points, or 
for the traffic offered at the way points for transporta. 
tion to Ironton and cther points. It may be that this 
division of defendants’ system was not operated at qa 
profit before the discontinuance of certain service on 
March 65, 1911, but this fact alone cannot avail as a 
defense to the complaint. A railway company owes a 
duty, as a common carrier, to the public, and such com. 
pany must provide reasonably adequate service and fa- 
cilities at every point served by it. A railroad cannot 
demand that every branch of its system shall be op. 


erated at a profit before it will grant to that part of 
the public served by it additional service and facilities, 
The receipts of that part of defendant’s system in 


question will not furnish the necessary light in this 
case, as it has evidently not been operated and managed 
so as to reasonably develop and encourage the traffic 
which naturally belongs to it,and which, under fairly fa- 
vorable conditions, would produce addition revenue to the 
road. There is a certain minimum service which every 
railroad, as a common carrier, must extend to the public 
which it seeks to serve, and this minimum service 
must be rendered whether the same be remunerative 
or not. It requires two days and one night for the 
patrons of this road who desire to reach Ironton, the 
principal business center, to transact any business and 
return to their home; likewise the freight traffic is 
neglected and train schedules badly arranged. Both 
freight and passenger traffic is inconvenienced and is 
obliged to seek transportation by means other than 
over defendant’s line, to the great inconvenience and 
hardship of the traffic located in the territory which 
should be served by defendant. 


The commission, therefore, finds that the defendant, 
the Cincinnati, Hamilton & Dayton Railway Company, 
is failing, neglecting and refusing to provide reasonably 
adequate freight and passenger train service upon its 
Ironton branch, in that its trains are not run either 
with sufficient frequency or regularity. It is, therefore, 

Ordered, That the defendant, the Cincinnati, Hamil- 
ton & Dayton Railway Company, be, and it is hereby, 
nctified and required to provide reasonably adequate 
passenger train facilities to the public residing along 
its division extending from Wellston to Ironton, 0, 
by operating daily, except Sundays, in addition to the 
passenger train service now maintained, a passenger 
train leaving Wellston, O., at about 5:40 a. m.,, and 
scheduled to arrive at Ironton, O., at about 10:10 a. m, 
said train to stop at each of defendant’s stations be 
tween Wellston and Ironton, when signaled so to do, 
to receive or discharge passengers, and by operating 
another passenger train daily, except Sundays, leaving 
Ironton at about 2:30 p. m., to be operated in a like 
manner to the first additional train herein required, and 
scheduled to arrive at Wellston at about 7 p. m.; and 

It is further ordered, That the defendant herein 
shall, forthwith, provide reasonable facilities for the 
transportation of such freight as may be tendered (0 
it fcr transportation, by operating daily, except Sundays. 
a local freight train, scheduled to leave Wellston at 
some convenient hour in the morning, said train 
stop at all stations upon defendant’s said division for 
the purpose of receiving or discharging: freight, and, ' 
arrive at Ironton at such hour as will permit of the 
terminal work thereat being done and a return trip made 
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to Wellston, arriving at said latter terminal at such time 
as will permit of the forwarding of freight destined to 
points beyond with reasonable dispatch; 

Provided, That if such reasonably adequate pas- 
senger and freight facilities can be furnished by the 
defendant through combination, such combined service 
will be considered, by the commission, as meeting the 
requirements of this order. 

The Public Service Commissicn of Ohio, 

By O. P. Gothlin, Chairman; J. C. Sullivan, O. H. 

Hughes, Commissioners. 


TO ENTERTAIN MERCHANTS. 


Visiting merchants who are coming to Chicago in 
great numbers during the present month in response 
to 75,000 invitations recently dispatched by the Associa- 
tion of Commerce are to be entertained by the con- 
certed action of Chicago business houses under the 
auspices of the Trade Extension Committee of the asso- 
ciation. 

Two evenings, those of Wednesday, August 16, and 
of Wednesday, August, 23, were set aside for this ex- 
pression of Chicago’s market hospitality, and those who 
come to the city in the combined interests of business 
and pleasure will be given a reception in a way that 
Chicago has not undertaken before. 

Market hospitality has been considered typical of 
the smaller trade centers, where the business men have 
time apart from their commercial enterprises to meet 
their customers in a social way. The Trade Extension 
Committee of the Association of Commerce has under- 
taken to demonstrate that market hospitality is equally 
characteristic of Chicago. 

The program that has been arranged for the two 
evenings in question contemplates an automobile ride 
from the center of the city, by way of parks and boule- 
vards, to the South Shore Country Club. 


ASK FOR FREE DELIVERY ZONE. 


Springfield, Ill., August 18.—Petitions have been re- 
ceived by the Illinois railroad and warehouse commis- 
sion asking that the commission compel the express 
companies doing business in the city to establish a 
free delivery zone, under a law passed by the last 
legislature. The only companies involved are the Wells- 
Fargo and the United States. The statute provides 
that express companies doing business in towns of 
1,000 or more population must make free delivery of 
express matter to all consignees living within the cor- 
porate limits, including, of course, only express matter 
that originates within the state and goes to des- 
tinations within the state. Unless the express com- 
panies attempt to attack the constitutionality of the 
new law, it is said the state board will begin enforcing 
the law at once. 


PASSENGER ASSOCIATION ENTERTAINED. 


On August 9 the members of the Southeastern Pas- 
Senger Association were the guests of the Chicago & 
Northwestern Railway at a luncheon given in the dining 
room of the new passenger terminal at Chicago, After 
luncheon the party was conducted on a tour of inspection 
of the terminal. 
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MORE FOURTH SECTION ORDERS 


Commission Acts Upon Applications for Relief 
Under the Fourth Section Covering a 
Variety of Subjects 


THE TRAFFIC SERVICE NEWS BUREAU, 
WESTORY BUILDING, WASHINGTON, D. ¢. 


Fourth Section Order No, 142. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 9th day of August, A. D. 1911. 

Present: Judson C. Clements, Charles A. Prouty, 
Franklin K. Lane, Edgar E. Clark, James S. Harlan, 
Charles C. McChord, Balthasar H. Meyer, Commissioners, 


Class and Commodity Rates, 


IN THE MATTER OF THE APPLICATION, NO. 5313, 
OF THE SOUTHERN RAILWAY COMPANY, BY 
G. R,. BROWDER, ASSISTANT FREIGHT TRAFFIC 
MANAGER, FOR RELIEF FROM THE PROVISIONS 
OF THE FOURTH SECTION OF THE ACT TO 
REGULATE COMMERCE, AS AMENDED JUNE i8, 
1910, WITH RESPECT TO RATES ON CLASSES 
AND COMMODITIES TO SOUTH CLARKSVILLE, 
VA., WHICH ARE LOWER THAN CONCURRENTLY 
IN EFFECT TO INTERMEDIATE POINTS. 


This application, No. 5313, cf the Southern Railway 
Company, asks for authority to establish the same basis 
of rates on classes and commodities from and to 
South Clarksville, Va., that is now in effect from and 
to Clarksville, Va., which rates are lower than the rates 
concurrently in effect to intermediate points. 

Upon consideration, 

It is ordered, That, pending the disposal of any of 
the applicaticns for relief from the provisions of the 
fourth section filed prior to February 17, 1911, with 
respect to the rates to and from Clarksville, Va., the 
petitioner herein be, and is hereby, authorized to estab- 
lish the same basis of rates at South Clarksville, Va., 
as is now in effect at Clarksville, Va., on all traffic 
from and to points on petitioner’s lines and on the lines 
of its connections from which the petitioner has pub- 
lished or participates in rates to and from Clarksville, 
Va. 

The Commission does not hereby approve any rate 
or rates that may be established under this permission, 
all such rates being subject to complaint, investigation 
and correction if they ccnflict with any other provisions 
of the act. 

It is further ordered, That when the Commission 
acts upon any of the applications for relief from the 
provisicns of the fourth section filed with the Commis- 
sion on or before February 17, 1911, with respect to the 
rates from or to Clarksville, Va., the order entered with 
reference to such application will automatically cancel 
the permission herein given as to the rates covered 
and affected by such order. 





Fourth Section Order No. 140. August 10, 1911. 
Class and Commodity Rates. 
IN THE MATTER OF APPLICATION, NO. 5059, OF THE 
SOUTHERN RAILWAY COMPANY, BY L. GREEN, 
ITS FREIGHT TRAFFIC MANAGER, FOR RELIEF 










































































































































Pe EET, TT TIM EAE 


~ = gee 


tee AS 


SUR ae Bee dno 


se ib aS a TE 


<A RR RT 
- _ ee pee 























FROM THE PROVISIONS OF THE FOURTH SEC- 

TION OF THE ACT TO REGULATE COMMERCE, 

AS AMENDED JUNE 18, 1910, WITH RESPECT 

TO ITS FREIGHT TRAFFIC DESTINED TO BUN- 

TYN, TENN. 

This application, No. 5059, on the part of the South- 
ern Railway Company, requests authority to establish 
the Memphis basis of rates on all classes and com- 
modities from points on petitioner’s line and the lines 
of its connections in the states of Alabama, Georgia, 
Florida, South Carolina, North Carolina, Virginia, and 
in Tennessee east of Chattanooga; also for Meridian, 
Miss., Columbus, Miss., West Point, Miss., and Middles- 
boro, Ky.; also from Washington, D. C., Baltimore, Md., 
Philadelphia, Pa., New York, N. Y., Boston, Mass., Provi- 
dence, R. IL, and interior eastern points customarily 
grouped with the eastern cities designated, lower than 
rates concurrently in effect to intermediate points, to 
Buntyn, Tenn. 


This application is based upon the desire of the 
petitioner to apply to Buntyn, Tenn., the same rates, 
class and commodity, from all the points of origin above 
outlined, as are now in effect at Memphis, Tenn., Buntyn, 
Tenn., having been chosen as the site of the State 
Normal School now being established by the state of 
Tennessee. 

Upon consideration, 

It is ordered, That, pending the determination by 
the Commission of the application of the Southern Rail- 
way Company for relief from the provisions of the 
fourth section of the act to regulate commerce, that 
was filed on or befcre February 17, 1911, by the Southern 
Railway Company, or its agent, with respect to the rates 
from the above-outlined points of origin to Memphis, 
Tenn., the applicaticn herein referred to and made a 
part of this order be, and the same is hereby, granted. 


The Commission does not hereby approve any rates 
that may be filed under this permission, all such rates 
being subject to complaint, investigation and correction 
if they conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon the application for relief from the provisions 
of the fourth section, with respect to the rates to Mem- 
phis herein referred to, the order‘issued with relation 
thereto will automatically cancel the permission herein 


granted as to the rates covered and affected by such 
order. 





Fourth Section Order No. 141. August 9, 1911. 

Class and Commodity Rates. 

IN THE MATTER OF THE APPLICATION, NO. 5300, 
OF E. H. HINTON, AGENT, ON BEHALF OF CAR- 
RIERS PARTIES TO HIS TARIFFS I. C. C. NOS. 
A-49, A-50, A-51, AND A-52, FOR RELIEF UNDER 
THE PROVISIONS OF THE FOURTH SECTION 
OF THE ACT TO REGULATE COMMERCE, AS 
AMENDED JUNE 18, 1910, RESPECTING CLASS 
AND COMMODITY RATES PUBLISHED IN THE 
SAID TARIFFS. 


This application, No. 5300, made June 24, 1911, asks 
for relief under the provisions of the fourth section, to 


permit the reissue and republication in the above tariffs 
of rates from and to the points named therein that are 
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now published in the tariffs cf the individual lines parties 
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thereto, and to make revisions in these rates of the 
same character as those set forth in the exhibits at. 
tached to and made a part of said application, for the 
purpose of removing discrepancies and reconciling dif- 
ferences that now exist between the various tariffs of 
the individual carriers, and lining up the said rates in 
harmony with the general plan and established bases 
of making rates now employed by the interested carriers, 
Upon consideration ofthe matters involved herein, 
It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce that 
were filed on or before February 17, 1911, by the said 
E. H. Hinton, agent, or by the carriers participating 
in the rates herein referred to, the petitioner herein 
be, and is hereby, authorized to establish rates between 
points as described in his I. C. C. Nos, A-49, A-50, A-51 
and A-52, reissuing the rates now in effect from and 
to the same points in the tariffs of the individual car. 
riers parties thereto, making changes in said rates of 
the same character as those set forth in the exhibits 
attached to and made a part of the said application. 


The Commission does not hereby approve any rates 
that may be filed under this authcrity, all such rates 
being subject to complaint, investigation and correction 


if in conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upcn any application for relief from the provi- 
sions of the fourth section with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such crder. 





Fourth Section Order No. 143. August 9, 1911. 


Cement Rates. 

IN THE MATTER OF APPLICATION, NO. 5295, OF 
THE CAROLINA, CLINCHFIELD & OHIO RAIL- 
WAY, BY J. J. CAMPION, ITS VICE-PRESIDENT 
AND TRAFFIC MANAGER, FOR ITSELF AND 
CARRIERS PARTICIPATING WITH IT IN THE 
RATES AND TRAFFIC HEREINAFTER REFERRED 
TO, ASKING RELIEF FROM THE LONG AND 
SHORT HAUL PROVISION OF THE FOURTH 
SECTION OF THE AMENDED ACT TO REGULATE 
COMMERCE, WITH RESPECT TO RATES ON CE- 
MENT, CARLOAD, FROM KINGSPORT, TENN., TO 
SOUTHEASTEN TERRITORY. 


This application, No. 5295, on the part of the Caro- 
lina, Clinchfield & Ohio Railway, asks for authority to 
establish rates for the transportation of cement, car)oad, 


minimum 40,000 pounds, from Kingsport, Tenn., to points 
in Georgia, Alabama, Florida, Mississippi and Louisiana, 
lower than rates to intermediate points, and without 
establishing any specific rates at this time to such it 


termediate points. 

This application is based upon the desire to afford 
to the shippers of cement at Kingsport, Tenn., access 
to the markets in the states above named, on a coll 
petitive equality with the shippers from other cement 
plants located at Fordwick, Va., Richard City, Ten2. 
Rockmart, Ga., Leeds, Ragland and Spocari, Ala., Louisville, 
Ky., Kosmosdale, Ky., Mitchell, Ind., and other cement 
plants now serving the same consuming territory. The 
rates in existence from the other cement plants at the 
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points above named were in existence prior to August 
17, 1910, and are made without regard to the long and 
short haul provision of the act to regulate commerce, 
and are protected by applications to the Commission 
for relief from the provisions of the fourth section, filed 
prior to February 17, 1911. 

It is therefore ordered, That, pending the considera- 
tion of the applications of carriers for relief from the 
provisions of the fourth section of the act to regulate 
commerce, aS amended June 18, 1910, with respect to 
the rates on cement from the points of origin above 


named, the petitioners herein be, and they are hereby, 
authorized to establish rates named in the application 
which is herein referred to and made a part of this 


order, for the transportation of cement from Kingsport, 
Tenn., to the destination points named.in the applica- 
tion, that are lower than the rates concurrently in 
effect to intermediate points. 

The Commission does not hereby approve any rate 
or rates that may be established under this permission, 
all such rates being subject to complaint, investigation 
and correction if they ccnflict with any other provisions 
of the act. 

It is further ordered, That when the Commission 
acts upon any of the applications for relief from the 
provisions of the fourth section, filed with the Com- 
mission on or before February 17, 1911, with respect to 
any of the rates on cement from the points of origin 
above named, the order entered in relation thereto shall 
automatically cancel the permission herein granted as 
to the rates covered and affected by such order. 





Fourth Section Order No. 145. August 9, 1911. 


Freight Rates, 

IN THE MATTER OF THE APPLICATION, NO. 5306, 
OF THE ATLANTIC COAST LINE RAILROAD COM- 
PANY, BY R. A. BRAND, ITS FREIGHT TRAFFIC 
MANAGER, AND THE ROCKINGHAM RAILROAD 
COMPANY, BY R. A. BRAND, ITS AGENT AND 
ATTORNEY IN FACT, FOR RELIEF FROM THE 
PROVISIONS OF THE FOURTH SECTION, WITH 
RESPECT TO FREIGHT RATES TO AND FROM 
ROCKINGHAM, N. C, 


This application, No. 5306, on the part of the Atlan- 
tic Coast Line Railroad Company and the Rockingham 
Railroad Company and their connections, asks for au- 
thority to establish the same rates to and from Rock- 
ingham, N. C., via the Rockingham Railroad and the 
Atlantic Coast Line Railroad, and their connections, as 
are now in effect to and from Rockingham, N. C., via 
the Seaboard Air Line Railway and its connections, 
which rates are lower to more distant points than to 
intermediate points. 

Upon consideration, 

It is ordered, That, pending the dispcsal of the 
applications filed with the Commission on or before 
February 17, 1911, for relief from the provisions of 
the fourth section, with respect to the rates to and from 
Rockingham, N. C., the petitioners herein be, and they 
are hereby, authorized to establish the same rates to 
and from Rockingham, N. C., via their lines and the 
lines of their connections, that are now in effect via 
the Seaboard Air Line Railway and its connections. 

The Commission does not hereby approve any rate 
or rates that may be established under this permission, 
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all such rates being subject to complaint, investigation 
and correction if they conflict with any other provisions 
of the act. 

It is further ordered, That when the Commission 
acts upon any of the applications for relief from the 
provisions of the fourth section, with respect to rates 
to and from Rockingham, N. C., the order entered 
therein will automatically cancel the permission herein 
granted with respect to the rates covered or affected 
by such order. 





Fourth Section Order No. 146. August 9, 1911. 


Rates on Green Apples. x 
IN THE MATTER OF APPLICATION, NO. 5351, OF 

THE VALLEY RAILROAD OF VIRGINIA, BY C. S. 

WIGHT, ITS GENERAL TRAFFIC MANAGER, FOR 

RELIEF FROM THE PROVISIONS OF THE 

FOURTH SECTION OF THE ACT TO REGULATE 

COMMERCE, AS AMENDED JUNE 18, 1910, RE- 

SPECTING RATES ON GREEN APPLES. 

This application, No. 5251, made June 6, 1911, asks 
for authority to establish rates for the transportation 
of apples, green, in boxes, crates, covered baskets, bags, 
sacks, or barrels, in carloads and less carloads, also 
in bulk, carloads, minimum weight as per official classi- 
fication I. C. C. No. 37, published by F. 8S. Holbrook, 
agent, from Staunton and Lexington, Va., to points of 
destination described therein, the same as rates in effect 
from Staunton and Lexington, Va., on the same com- 
modity to the same destinations, via the Chesapeake & 
Ohio Railway, as published in that company’s I. C. C, 
No. 4635, and A. P. Gilbert, agent’s, I. C. C. No. 6 
and supplements thereto or reissues thereof, and also 
to establish the same basis of rates from the following 
points on the Valley Railroad of Virginia, located be- 
tween Staunton and Lexington, Va.: 

Brookewood, Va.; Mint Springs, Va.; Greenville, Va.; 
Spottswood, Va.; Raphine, Va.; Davis, Va.; Fairfield, 
Va.; Decatur, Va.; Timber Ridge, Va.; East Lexington, 
Va. 

Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes upon 
the applications for relief from the provisions of the 
fourth section of the act to regulate commerce that 
were filed on or before February 17, 1911, by the carriers 
participating in the rates herein described, or by their 
agents, the application herein referred to and made a 
part of this order be, and the same is hereby, granted. 

The Commission does not hereby approve any 
rates that may be filed under this permission, 
all such rates being subject to complaint, investigation 
and correction if they conflict with any other provisions 
of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provi- 
sions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 





Fourth Section Order No. 147. August 9, 1911. 


Class and Commodity Rates. 


IN THE MATTER OF APPLICATION, NO. 5316, OF 
THE ATLANTIC COAST LINE RAILROAD COM- 


PANY, BY R. A. BRAND, ITS FREIGHT TRAFFIC 


































































































MANAGER, THE NORFOLK & WESTERN RAIL 
ROAD COMPANY, BY T. 8S. DAVANT, ITS THIRD 
VICE-PRESIDENT AND TRAFFIC MANAGER, AND 
THE WINSTON-SALEM SOUTHBOUND RAILWAY 
COMPANY, BY R. A. BRAND, ITS FREIGHT TRAF- 
FIC MANAGER, FOR RELIEF FROM THE PROVI- 


SIONS OF THE FOURTH SECTION, WITH RE- 
SPECT TO FREIGHT RATES FROM AND TO STA- 
TIONS ON THE WINSTON-SALEM SOUTH- 
BOUND RAILWAY, WHICH ARE HIGHER IN 
SOME INSTANCES FOR SHORTER THAN FOR 
LONGER DISTANCES, AND WHICH IN SOME 
INSTANCES EXCEED THE SUM OF THE RATES 
FROM AND TO INTERMEDIATE POINTS. 


This application, No. 5316, asks for authority to 
establish the same rates between Winston-Salem, Wades- 
boro, Lexington, Whitney, Albemarle and Norwood, N. C., 
and points in North Carolina and in other states, ter- 
ritories and foreign countries via the Atlantic Coast 
Line Railroad, Norfolk & Western Railway, and the 
Winston-Salem Southbound Railway that are now in 
effect via the Southern Railway, Seaboard Air Line 
Railway, the Norfolk & Western Railway, and the Atlan- 
tic Coast Line Railroad and their connections. 

The application also asks for authority to establish 
rates between local stations on the Winston-Salem 
Scuthbound Railway and points in North Carolina and 
other states, territories and foreign countries which are 
in harmony with the rates now in effect from and to 
Winston-Salem, Wadesboro, Lexington, Whitney, Albe- 
marle and Norwcod, N. C. The rates now in effect 
from and to the above-named stations are in some in- 
stances greater for shorter distances than for longer, 
and in some instances are in excess of the sum of the 
intermediate rates in contravention of the provisions 
of the fourth section of the act to regulate commerce, as 
amended June 18, 1910. 

Upon consideration, 


It is ordered, That, pending the disposal of any of 
the applications of the carriers for relief from the provi- 
sions of the fourth section filed with the Commission 
on or before February 17, 1911, the petitioners herein 
be, and they are hereby, authorized to establish the 
same rates for the transportation of freight between 
Winston-Salem, Wadesboro, Lexington, Whitney, Albe- 
marle and Norwood, N. C., and stations in North Caro- 
lina and in other states, territories and foreign coun- 
tries via their own lines and the lines of their con- 
nections that are now in effect via these or other 
lines, and to establish between the local stations on 
the Winston-Salem Southbound Railway, and points in 
territory above outlined, rates that are in harmony with 
the rates now in effect from Winston-Salem, Wadesboro, 
Lexington, Whitney, Albemarle and Norwood, N. C. 


The Commission does not hereby approve any rate 
or rates that may be established under this permission, 
all such rates being subject to complaint, investigation 
and correction if they conflict with any othér provisions 
of the act. 


It is further ordered, That when the Commission 
acts upon any of the applications for relief from the 
provisions of the fourth section affecting rates from 
and to Winston-Salem, Wadesboro, Lexington, Whitney, 
Albemarle and Norwood, N. C., the order therein entered 
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shall automatically concel the permission herein giyep 
as to rates covered and affected by such order. 





Fourth Section Order No. 148. August 9, 1911. 
Proportional Rates on Merchandise. 


IN THE MATTER OF APPLICATION, NO. 5212, OF 
THE SOUTHERN EXPRESS COMPANY, BY J. D. 
PATTERSON, JR.,. ITS SUPERINTENDENT OF 
TRAFFIC, FOR RELIEF UNDER THE PROVISIONS 
OF THE FOURTH SECTION OF THE ACT To 
REGULATE COMMERCE, AS AMENDED JUNE is, 
1910. 

This application, No. 5212, made May 25, 1911, asks 
for authority to establish proportional rates on mer. 
chandise between Norfolk, Va., and various southern 
points described therein, lower than rates of the same 
character concurrently in effect from or to intermediate 
points. 

Sufficient justification not having been shown, 

It is ordered, That this application be, and the same 
is hereby, denied. 





Fourth Section Order No, 151. 


Class and Commodity Rates. 

IN THE MATTER OF THE APPLICATION, NO. 5052, 
OF THE SPOKANE, PORTLAND & SEATTLE 
RAILWAY COMPANY, THROUGH W. E. COMAN, 
ITS GENERAL FREIGHT AND PASSENGER 
AGENT, FOR RELIEF FROM THE PROVISIONS 
OF THE FOURTH SECTION OF THE ACT TO 
REGULATE COMMERCE, WITH RESPECT TO 
FREIGHT RATES. 


August 9, 1911. 


This application, No. 5052, asks for authority to 
establish rates for the transportation of articles taking 
class rates governed by Western Classification I. C. C. 
No. 7, F. O. Becker, agent’s, and various articles taking 
commodity rates as indicated in S. F. & S. Tariff G. F. 
O. No. 187, I. C. C. No. 41, effective June 10, 1910, 
from all points in California named therein to stations 
Pottsville, Ida., to Grass Valley, Mont., Index Nos. 1 
to 35, inclusive, lower than rates concurrently in effect 
to intermediate points. 

This application is based upon the desire of the 
petitioner to meet, over a longer line or route, com- 
petitive conditions created at Pottsville, Ida., by the 
Oregon Railroad & Navigation Company. 

Upon consideration, 

It igs ordered, That, pending the disposal of the 
applications for relief from the provisions of the fourth 
section filed with the Commission on or before February 
17, 1911, with respect to rates from California points 
to the stations in Montana and Idaho referred to in 
this petition, this application, which is herein referred 
to and made a part of this order, be, and the same is 
hereby, granted. 

The Commission does not hereby approve any rate 
or rates that may be established under this permission, 
all such rates being subject to complaint, investigation 
and correction if they conflict with any other provisions 
of the act. 

It is further ordered, That when the Commission 
acts upon any of the applications for relief from the 
provisions of the fourth section filed on or before Fel 
ruary 17, 1911, with respect to rates from California 
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points to stations in Montana and Idaho named in this 
application, the order therein entered will automatically 
cancel the permission herein given with respect to the 
rates covered and affected by such order. 

Fourth Section Order No. 115. August 14, 1911. 
Rates on Bituminous Coal. 


IN THE MATTER OF THE APPLICATION, NO. 5200, 
OF THE ILLINOIS CENTRAL RAILROAD COM- 
PANY, BY D. W. LONGSTREET, ITS FREIGHT 
TRAFFIC MANAGER, FOR ITSELF AND ON BE- 
HALF OF CHICAGO, ZEIGLER & GULF RAILWAY, 
ELDORADO, MARION & SOUTHWESTERN RAIL- 
ROAD, AND KENTUCKY MIDLAND RAILROAD, 
AND THEIR CONNECTIONS, FOR RELIEF UNDER 
THE PROVISIONS OF THE FOURTH SECTION 
OF THE ACT TO REGULATE COMMERCE, AS 
AMENDED JUNE 18, 1910, WITH RESPECT TO 
THE ESTABLISHMENT OF RATES ON BITUMIN- 
‘OUS COAL FROM MINES AND STATIONS ON 
THE LINES OF THE CARRIERS NAMED TO 
HICKMAN, KY., VIA DYERSBURG, TENN., AND 
CHICAGO, MEMPHIS & GULF RAILROAD. 

This application, No. 5200, made May 16, 1911, and 
amended July 15, 1911, asks for authority to establish 
rates for the transportation of bituminous coal, in car- 
loads, from mines and stations on the Illinois Central 
Railroad, Chicago, Zeigler & Gulf Railway, Eldorado, 
Marion & Southwestern Railroad, and Kentucky Mid 
land Railroad, in Illinois, Kentucky and Alabama, to 
Hickman, Ky., via Dyersburg, Tenn., and Chicago, Mem- 
phis & Gulf Railroad, the same as rates in effect from 
and to the same points via Gibbs, Tenn., and the Nash- 
ville, Chattanooga & St. Louis Railway, as published 
in Illinois Central Railroad Coal Tariff No. 1550, I, C. C. 
No. E-1059, which rates will be lower than rates con- 
currently in effect to intermediate points. 

Petitioners also request authority to establish from 
the points of origin designated to Phillipy, Tenn., Led- 
ford, Ky., and Owens, Ky. (new stations now about to 
be opened on the Chicago, Memphis & Gulf Railroad), 
the same rates that are in effect to Tiptonville, Tenn. 

This application is based upon the following ground: 
The Chicago, Memphis & Gulf Railroad has recently 
extended its line of railroad from Tiptonville, Tenn., 
to Hickman, Ky., thus opening a new route to that sta- 
tion, and petitioners desire to establish the same rates 
Via this new route that are in effect via the old route 
to Hickman, and also to establish at points on the new 
line intermediate to Hickman the same rates that are 
in effect to Tiptonville. 


Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce that 
were filed on or before February 17, 1911, by the peti- 
tioners herein or by other carriers, with respect to 
rates on coal between the points above designated, the 
application herein referred to and made a part of this 
order be, and the same is hereby, granted. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the pro- 
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visions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 


Fourth Section Order No. 130. August 14, 1911. 
Class and Commodity Rates. 

IN THE MATTER OF THE APPLICATION, NO, 5249, 
OF THE CHICAGO, MEMPHIS & GULF RAILROAD 
COMPANY, BY F. B. BOWES, ITS AGENT, FOR 
ITSELF AND ON BEHALF OF CARRIERS PAR- 
TICIPATING WITH IT IN THE TRANSPORTATION 
OF FREIGHT FROM AND TO HICKMAN, KY., 
AND POINTS INTERMEDIATE THERETO ON THE 
CHICAGO, MEMPHIS & GULF RAILROAD, FOR 
RELIEF FROM THE PROVISIONS OF THE 
FOURTH SECTION OF THE ACT TO REGULATE 
COMMERCE, AS AMENDED JUNE 18, 1910. 

This application, No. 5249, made May 27, 1911, asks 
for authority to establish, via a new route, class and 
commodity rates from and to Hickman, Ky., in connec- 
tion with the Illinois Central Railroad Company at 
Dyersburg, Tenn., the same as rates from and to the 
same point concurrently in effect in connection with the 
Nashville, Chattanooga & St. Louis Railway via Gibbs, 
Tenn., and also to establish rates from and to points 
between Dyersburg, Tenn., and Hickman, Ky., on the 
Chicago, Memphis & Gulf Railroad, upon the basis of 
certain combinations on Hickman cr Dyersburg, as de- 
scribed in the said application. 

This application is based upon the ground that the 
Chicago, Memphis & Gulf Railroad has recently ex- 
tended its line from Tiptonville, Tenn., to Hickman, Ky., 
and desires to operate from and to Hickman via its 
line, in connection with the Illinois Central Railroad 
at Dyersburg, Tenn., the same rates, bases and adjust- 
ments at present operated by and in connection with 
the Nashville, Chattanooga & St. Louis Railway to and 
from Hickman, Ky., and also to establish rates from 
and to points intermediate thereto upon the basis of 
combinations on Hickman or Dyersburg, as set forth 
therein, 

Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce that 
were filed on or before February 17, 1911, by the car- 
riers or their agents, with respect to the rates to and 
from Hickman, Ky., and points on the Chicago, Mem- 
phis & Gulf Railroad between Hickman and Dyersburg, 
described above, the application herein referred to and 
made a part of this order be, and the same is hereby, 
granted; provided, however, that the present rates from 
and to stations on the Chicago, Memphis & Gulf Rail- 
road between Dyersburg, Tenn., and Hickman, Ky., shall 
not be exceeded. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the pro- 
visions of the fourth ‘section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order, 
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Fourth Section Order No. 149. August 14, 1911. 

Class and Commodity Rates. ‘ 

IN THE MATTER OF APPLICATION, NO. 5213, OF 
M. P. WASHBURN, AGENT, ON BEHALF OF THE 
ST, LOUIS & SAN FRANCISCO RAILROAD COM- 
PANY AND ITS CONNECTIONS EAST OF BIR- 


MINGHAM, ALA., PARTIES TO HIS MISSISSIPP? 


VALLEY-CAROLINA TARIFF NO. 2, I. C. C. NO. 
45, FOR RELIEF UNDER THE PROVISIONS OF 
THE FOURTH SECTION OF THE ACT TO REGU- 
LATE COMMERCE, AS AMENDED JUNE 18, 1910, 
RESPECTING CLASS AND COMMODITY RATES 
FROM NEW ALBANY, TUPELO AND ABERDEEN, 
MISS. 


This application, No. 5213, made May 26, 1911, asks 
for authority to establish class and commodity rates 
for account of the St. Louis & San Francisco Railroad 
Company and its connections east of Birmingham, Ala., 
from New Albany, Tupelo and Aberdeen, Miss., to points 
of destinaticn carried in M. P. Washburn’s, Agent’s, Mis- 
sissippi Valley-Carolina Tariff No. 2, I. C. C. No, 45, 
as amended, the same as concurrently in effect for 
account of other lines initial at New Albany, Tupelo 
and Aberdeen, Miss., which are lower than rates con- 
currently in effect to and from intermediate points. 

This application is based upon the desire of the St. 
Louis & San Francisco Railroad Company to participate 
in traffic from and to the points above described upon 
the same basis as other carriers initial at New Albany, 
Tupelo and Aberdeen, Miss. 

Upon consideration of the matters involved in this 
application, 

It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce that 
were filed on or before February 17, 1911, by M. P. 
Washburn, agent, or by carriers parties to the tariff 
above enumerated, with respect to the rates contained 
therein, the application herein referred to and made 
a part of this order be, and the same is hereby, granted. 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the pro- 
visions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 


Fourth Section Order No. 156. August 14, 1911. 

Rates on Coal. 

IN THE MATTER OF THE APPLICATION, NO. 5254, 
OF THE VIRGINIAN) RAILWAY COMPANY, 
THROUGH S. H. ADSIT, ITS GENERAL FREIGHT 
AGENT, FOR AND ON BEHALF OF ITSELF AND 
THE WHITE OAK RAILWAY AND THE KANA- 
WHA, GLEN JEAN & EASTERN RAILWAY, FOR 
RELIEF UNDER THE PROVISIONS OF THE 
FOURTH SECTION OF THE ACT TO REGULATE 
COMMERCE, AS AMENDED JUNE 18, 1910, WITH 
RESPECT TO THE ESTABLISHMENT OF RATES 
ON COAL FROM MINES LOCATED AT STATIONS 
OF THE SAID CARRIERS TO WASHINGTON, 
D. C. 
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This application, No. 5254, made June 8, 1911, asks 
for authority to establish a rate of $1.65 per ton of 
2,240 pounds for the transportation of coal, in carloads, 
from mines in West Virginia located at stations op 
the Virginian Railway, White Oak Railway, and Kana. 
wha, Glen Jean & Eastern Railway, as described th: rein, 
to Washington, D. C., via Altavista, Va., Southern Rail- 
way, and Potomac Yard, Va., which is lower than rates 
concurrently in effect to points intermediate to Wash- 
ington, D. C., on the Southern Railway. 


This application is based upon the desire of the 
petitioner to meet, via a longer line or route, the rate 
via the short line or route of the Chesapeake & Ohio 
Railway and its connections from the same and con- 
tiguous mines. 

Upon consideraticn, 


It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce 
that were filed on or before February 17, 1911, by the 
earriers participating in the rates herein described, or 
by their agents, the application herein referred to and 
made a part of this order be, and the same is hereby, 
granted. 


The Commission does not hereby approve any rates 
that may be filed under this permission, all such rates 
being subject to complaint, investigation and correction 


if in conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the pro- 
visions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 





Fourth Section Order No. 157. August 14, 1911. 
Rates on Bran. 

IN THE MATTER OF THE APPLICATION, NO. 5214, 
OF F. A, LELAND, AGENT, ON BEHALF OF CAR- 
RIERS PARTIES TO HIS TARIFF NO. 32-M, I.C.C. 
NO. 840, FOR RELIEF UNDER THE PROVISIONS 
OF THE FOURTH SECTION OF THE ACT TO 
REGULATE COMMERCE, AS AMENDED JUNE 13, 
1910. 

This application, No. 5214, made May 27, 1911, asks 
for authority to amend F. A. Leland’s, Agent’s, Tariff 
I. C. C. No. 840, by reducing the rates on bran from 
Memphis, Tenn., to points in Texas located in groups 
1, 2 and 3, shown in Index 4509, page 219, of the said 
tariff, for account of the St. Louis & San Francisco 
Railroad, one cent per 100. pounds, in order that rates 
applicable from Memphis via the St. Louis & San Frat- 
cisco Railroad will be the same as those in effect from 
the same point via all other lines, the said rates being 
lower than rates to intermediate poinis, 

Upon consideration of the matters involved hereil, 

It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section cf the act to regulate commerce that 
were filed on or before February 17, 1911, by the said 
F. A, Leland, agent, or by carriers participating in the 
tariff hereinbefore mentioned, with respect to the rates 
named therein, the application herein referred to and 
made a part of this order be, and the same is hereby, 
granted. 
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The Commission does not hereby approve any rates 
that may be filed under this permission, all such rates 
being subject to complaint, investigation and correction 
if they conflict with any other provisions of the act. 

It is further crdered, That when the Commission 
passes upon any application for relief from the provi- 
sions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 





Fourth Section Order No. 158. August 14, 1911. 
Class Rates. 

IN THE MATTER OF THE APPLICATION, NO. 5253, 
OF THE LOUISVILLE, HENDERSON & ST. LOUIS 
RAILWAY COMPANY, BY J. P. GARDNER, ITS 
GENERAL FREIGHT AGENT, FOR ITSELF AND 
ON BEHALF OF CARRIERS PARTICIPATING 
WITH IT IN THE TRANSPORTATION OF PROP- 
ERTY FROM EVANSVILLE, IND., HENDERSON 
AND OWENSBORO, KY., TO GAULEY BRIDGE, 
W. VA., FOR RELIEF UNDER THE PROVISIONS 
OF THE FOURTH SECTION OF THE ACT TO 
REGULATE COMMERCE, AS AMENDED JUNE 18, 
1910. 

This application, No, 5253, made June 7, 1911, asks 
for authority to establish the same scale of class rates 
from Evansville, Ind., Henderson and Owensboro, Ky., 
to Gauley Bridge, W. Va., that is in effect from the same 
points, via its own and other lines, to Gauley, W. Va., 
without observing the provisions of the fourth section 
of the act to regulate commerce. 

Gauley Bridge is situated on and is divided by the 
Kanawha River. That part of the city lying north of 
the river is reached by the Kanawha & Michigan 
Railway, which parallels the northern bank of the Kana- 
wha River; and that part of the city situated south 
of the river (known as Gauley) is reached by the 
Chesapeake & Ohio Railway, paralleling the southern 
bank of the Kanawha River. The route via the line 
of the petitioner and its terminal connection, the Kan- 
awha & Michigan Railway, to Gauley Bridge is the 
long line from the points of origin to the destination 
named, and it is desired to meet, via this route, the 
class rates via the shcrt line to that portion of the city 
located on the south side of the river. 

Upon consideration of the matters involved herein, 

It is ordered, That until the Commission passes 
upon the applications for relief from the provisions of 
the fourth section of the act to regulate commerce 
that were filed on or before February 17, 1911, by the 
carriers participating in the rates herein described, or 
by their agents, the application herein referred to and 
made a part of this order be, and the same is hereby, 
granted. 

The Commission does not hereby approve any rates 
that may be filed under this permission, all such rates 
being subject to complaint, investigation and correction 
of they conflict with any other provisions of the act. 

It is further ordered, That when the Commission 
passes upon any application for relief from the provi- 
sions of the fourth section, with respect to the rates 
herein referred to, the order issued with relation thereto 
will automatically cancel the permission herein granted 
as to the rates covered and affected by such order. 
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Calls Rate Rules Absurd 


St. Louis, Mo., August 18.—At the meeting of attor- 
neys-general for the purpose of agreeing upon some 
united plan of action in cases against the railroads, the 
question most fully discussed was that of cost account- 
ing, or the division of expense between state and inter- 
state business. In summing up the situation Attorney- 
General Major of Missouri said: 

“The trial court adopted the gross revenue basis aa 
the basis upon which to make the division of expenses 
between state and interstate traffic. The attorneys-gen- 
eral are unanimous in condemning that basis. They 
contend the expense of doing business should be divided 
on the ton mile theory and the passenger mile theory; 
that is, the cost per ton per mile for freight, and in the 
passenger divisicn the cost per passenger per mile. 

“The gross revenue per ton received from state freight 
is twice as large as that received from interstate, the 
state rate being twice as much as the interstate rate. 
That being true, then the system of dividing the ex- 
penses between state and interstate traffic on the revenue 
basis, charges state freight per ton with twice as much 
expense as is charged to interstate freight. 

“The road might be hauling in the same train, in 
the same box car, two articles just alike, one coming 
from without the state and the other placed in the car 
within the state, both to be delivered at the same point 
within the state, and for each mile these two articles 
move tcgether the court charges the state article with 
exactly twice the expense it charges the intersttae ar- 
ticle, although the fact is that the actual expense for the 
same number of miles they traveled was exactly the 
same. The mere statement refutes the court’s position. 

“The court, in adding the 50 per cent extra to the 
expense of state business, therefore held that it cost 
exactly three times as much per ton to haul state 
freight as interstate freight. The holding is so arbi- 
trary and radical it can be best illustrated by the fol- 
lowing example: 

“Say Brown ships corn from Kansas City, Kan., 
and also from Kansas City, Mo., to Jefferson City, Mo. 
The gross revenue received for the shipments of corn 
from Kansag City is $20. The gross revenue received 
for the shipment of corn from Kansas City, Kan., is 
$80. The expenses for shipping both ways were $70. 
The state shipment is twenty parts of the whole and 
the interstate is eighty parts of the whole. The ex- 
pense under the finding of the court is divided in the 
following absurd way: 

“Multiply the 20 parts representing state freight 
by 3 (because state freight is to be charged with three 
times the expense); this gives you 60. Now 60 plus 80 
equals 140. The state expense is then 60-140ths, or 3-7ths 
of $70, which is $30, and the interstate shipment is 
charged with 80-140ths, or 4-7ths of $70, which is $40. 
On this basis the road lost $10 on its state shipment 
and cleared $40 on its interstate shipment. 

“On such a basis half the gross earnings of the 
interstate traffic was net profit. If the road was having 
a hearing before the Interstate Commerce Commission, 
it would unquestionably be compelled to brand as radical 
and absurd such a basis for division of expenses. The 
factors not being even, it would be unsound to use the 
revenue basis.” 
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Digest of Petitions Lodged with Interstate Commerce Board During Past Week 


Association of Bituminous Coal Opera- 
tors of Central Pennsylvania vs. P. 
R. R. (4298). | 

Complainant alleges that the 
rates on bituminous coal from points 
in Pennsylvania, in the so-called 
Clearfield district, to South Amboy, 
N. J., are excessive, unreasonable 
and unjust, and discriminate against 
operators in the Clearfield district 
in favor of those situated in the 
Greensburg district and the sub- 
district of Latrobe. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer. such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and for 
such further orders as the Commis- 
sion may consider complainant enti- 
tled to. 

Brittingham & Young Co. vs. C., M. & 
St. P. and C. & N. W. (4292). 

Complainant alleges that during 
the course of its business it shipped 
from Merrill, Wis., to Chicago, IIl., a 
consignment of lumber, charges as- 
sessed and collected being $73.64, 
based on a rate of 14 cents per 100 
lbs. 

Complainant alleges that said rate 
is excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $15.78. 

Burlington Commerce Co. vs Gt. Nor. 

(4287). 

Complainant alleges from March 
13, 1911, it shipped from Belleville, 
Wash., to Vancouver, B. C., a car- 
load of hay, charges assessed and 
collected being $43.55, based on a 
rate of 17 cents per 100 Ibs. 

Complainant alleges that on March 
14, 1911, it shipped from Avon, 
Wash., to Vancouver, B. C., a car- 
load of hay, charges assessed and 
collected being $48.28, based on a 
rate of 17 cents per 100 Ibs. 

Complainant alleges that a just 
and reasonable rate should not ex- 
ceeed 12% cents per 100 lIbs., and 
prays that after due hearing and in- 
vestigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation-in the 
sum of $24.38. 

E. D. Welch Co. vs. A., T. & S. F., Rio 

Grande & El Paso R. R. (4296). 

Complainant alleges that the rate 
charged by defendant on mattresses, 
L. C. L., from El Paso, Tex., to Los 
Vegas, N. M., of $1.71, to Santa Fe, 
N. M., of $1.55, and to Aubuquerque, 
N. M., of $1.57 is excessive, unrea- 
sonable and unjust. 

Complainant prays that after due 
hearing and investigation defend- 





ants be made to answer such 
charges, to cease and desist from 
said violation and to put in force 
more reasonable and just rates. 


Galveston Commercial Assn. and Chas. 


F. Schmidt & Petros vs. G., H. & S. 
A., Tex. & N. O. and M. La. & Tex. 
(4304). 

Complainant alleges that on June 
9, 1911, it shipped from Galveston, 
Tex., to New Orleans, La., a con- 
signment of liquors in glass, charges 
assessed and collected being $25.01, 
— on a rate of 80 cents per 100 

s. 

Complainant alleges that said rate 
is excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $11.77. 


Goldfield Consolidated Mines Co. vs. 


Sou Pac., 
(4286). 

Complainant alleges that in the 
course of its business, during the 
years 1909 and 1910, it shipped from 
San Francisco, Cal., to Goldfield, 
Nev., various consignments of so- 
dium peroxide, charges assessed and 
collected on shipments being $2,- 
091.56, based on a rate of $5.76 per 
100 Ibs. 

Complainant alleges that rate 
charged by defendants is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and de- 
sist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $1,045.56. 


Tonopah & Goldfield 


Ludowici-Celadon Co. vs. Mo. Pac., C., 


B. & Q. and Nor. Pac. (4288). 

Complainant alleges that on Sep- 
tember 9, 1909, it shipped one car of 
roofing tile, together with accessor- 
ies for laying same, from Coffeyville, 
Kan., to Spokane, Wash. 

Complainant alleges the charges 
of $329.17, as charged by defendants, 
were excessive, unreasonable and 
unjust, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
put in force more reasonable and 
just rates, and asks reparation in 
the sum of $26.80. 


Memphis Freight Bureau vs. Adams 


Express Co., American Express Co., 
Southern Express Co., Pacific and 
U. S. Express Companies (4302). 
Complainant alleges that the class 
rates of defendants from eastern 
points, and particularly New York, 
N. Y.. to Memphis, Tenn., are exces- 
sive, unreasonable and unjust and 
discriminate against the city of Mem- 
phis in favor of St. Louis, Mo. 
Complainant prays that after due 





hearing and investigation defendants 
be made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and such further orders 
as the Commission may consider 
complainant entitled to. 


Memphis Freight Bureau vs. St. L., I. 


M. & Sou. (4297). 

Complainant alleges that the rates 
on cotton seed from points in Mis- 
souri, Arkansas, Louisiana and Okla- 
homa to Memphis, Tenn., are exces- 
sive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and _ just 
rates, and asks reparation in such 
sum as the Commission may con- 
sider complainant entitled to. 


Memphis Freight Bureau vs. St. L. S. 


W., Paragould & S. E. and the Pine 
Bluff & Arkansas River R. R. (4289). 

Complainant alleges that the rates 
on cotton seed from points in Mis- 
souri and Arkansas to Memphis, 
Tenn., are excessive, unreasonable 
and unjust, and prays that after due 
hearing and investigation, defend- 
ants be made to answer such 
charges and to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in such sum as the Com- 
mission may consider complainant 
entitled to. 


Milburn Wagon Co. vs. T., St. L. & W. 


(4300). 

Complainant alleges that on No- 
vember 18, 1909, it shipped a car- 
load of spring vehicles from Toledo, 
O., to Memphis, Tenn., charges as- 
sessed and collected being $135.10, 
based on a rate of 70 cents per 100 
lbs. 

Complainant alleges that on June 
17, 1910, it shipped a carload of 
spring vehicles from Toledo, O., to 
Memphis, Tenn., charges assessed 
and collected being $116.20, based on 
a rate of 70 cents per 100 lbs. 

Complainant alleges that said 
rates were excessive, unreasonable 
and unjust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $81.10. 

Morton Salt Co. et al. vs. B. R. & P. 
et al. (4289). 

Complainants allege that defend 
ant carriers have filed with the [n- 
terstate Commerce Commission 4 
tariff to become effective July 16, 
1911, said tariff naming a rate of 14 
cents per 100 Ibs. on coarse salt 
from points in the western salt fields 
of New York, including Retsof, N.Y. 
to Hammond, Ind., Chicago, Ill., and 
Burnham, Il. 

Complainants allege that said rate 
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of 14 cents is an advance of 4 cents 

over rates formerly carried by de- 

fendants and that said advance is 
excessive, unreasonable and unjust. 

Complainant prays that Commis- 
sion suspend said tariff and defer 
the use of the rates and charges con- 
tained therein until such time as 
the Commission may investigate the 
lawfulness of said advanced rate. 
Parlin & Orendorff vs. Washington 

Run R. R., B. & O. and C., B. & Q. 

(4293). 

Complainant alleges that rates 
charged by defendants on coke from 
Layton, Pa., to Canton, O., are ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing and 
investigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just rates, 
and for such further orders as the 
Commission may consider complain- 
ant entitled to. 

Patent Vuleanite Roofing Co. of Ala. 
vs. P,, C. C. & St. L.; Cc. N. O. & T. 
P.; Ala. G. S. and N. O. & N. E. 
(4295). 

Complainant alleges that on May 
27, 1910, it shipped from Chicago, 
lll, to Picayune, Miss., a consign- 
ment of roofing paper or felt, 
charges assessed and collected being 
$149.28, based on a rate of 48 cents 
per 100 Ibs. 

Complainant alleges said rate to 
be excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
the sum of $34.72. 

Republic Metal Ware Co. vs. Erie R. 

R. et al. (4301). 

Complainant alleges that during 
the years 1909 and 1910 it shipped 
various consignments of stampware, 
tinware and the like from Buffalo, 
N. Y., to Pacific Coast terminals. 





Complainant alleges that rates 
charged by defendants were excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and in- 
vestigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $612.95. 


Transportation Bureau of the City of 


Wichita, Kan., vs. A., T. & S. F. et 
al. (4305). 


Complainant alleges that the rate 
charged by defendants on merchan- 
dise from Wichita, Kan., to Denver, 
Colo., and Colorado common points 
are excessive, unreasonable arfd un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and for such further or- 
ders as the Commission may con- 
sider complainant entitled to. 


The Deming Lumber Co. vs. Sou Pac. 


et al. (4303). 

Complainant alleges that on 
March 9, 1911, defendants increased 
the rate on lumber and articles tak- 
ing same rates from various Texas 
points to Deming, N. M., from 29 
cents to 34 cents per 100 lbs. 

Complainant alleges that said in- 
crease is excessive, unreasonable 
and unjust, and prays that after due 
hearing and investigation defendants 
be made to answer such charges, to 
cease and desist from said violation, 
to put in force more reasonable and 
just rates, and asks reparation in 
such sum as the Commission may 
consider complainant entitled to on 
all shipments moving since March 9. 


Transportation Bureau of the City of 


Wichita, Kan., vs. St. L. & S. F. et 
al. (4290). 


Complainant alleges that the rates 








Express Figures Disagree 


St. Paul, Minn., August 18.—In the course of the 
learing on express rates before the state railroad and 
Warehouse commission, it appeared that the state and 
the railroads based their conclusions on different sets 
of figures. The state expert, C. W. Hillman, introduced 





on canned goods from points in Mis- 





man used 27 per cent as the relation of the passenger 
service to the whole service of the road. The railroad 
claims that the operating expenses of the passenger 
service amount to 30 per cent of the total expenses. 
The state is trying to prove that the express com- 
panies are paying the railroads too high a rate. The 
express companies have claimed that it is impossible 
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souri and Arkansas to Wichita, Kan., 
are excessive, unreasonable and un- 
just and discriminate against the 
city of Wichita in favor of Kansas 
City and Hutchinson, Mo. 


Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and for 
such further orders as the Commis- 
sion may consider complainant en- 
titled to. 


Transportation Bureau of the City of 


Wichita, Kan., vs. S. L. & S. F. and 
C., R. I. & P. (4294). 

Complainant alleges that the rates 
charged by defendants on dried and 
evaporated fruits from points in Ar- 
kansas to Wichita, Kan., are excess- 
ive, unreasonable and unjust and 
discriminate against the city of 
Wichita in favor of Kansas City and 
St. Joseph, Mo. 


Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer. such 
charges, to put in force more reason- 
able and just rates, and for such 
further orders as the Commission 
may consider complainant entitled 
to. 


Wheeler Lumber-Bridge & Supply Co. 


vs. St. L., I. M. & Sou. and Mo. Pac. 
(4291). 


Complainant alleges that during 
the course of its business it shipped 
from Silk Spur, Ark., to Des Moines, 
Ia., a consignment of oak planks. 

Complainant alleges that the rate 
charged by defendants was excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and in- 
vestigation defendants be made to 
answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $18.03. 


figures showing that while the railroads always get 55 {fr them to charge a lower rate for carrying express 


per cent of the express company’s receipts, it costs them 
from 38 per cent to 49 per cent for operating expenses. 
The figures prepared by the state expert are disputed 
by the attorneys for the railroads. 

Mr. Hillman prepared tables showing the total oper- 
ating expenses of the Chicago Great Western Railway 
and the Chicago, Milwaukee & St. Paul Railway Com- 
pany. In the case of the Great Western the figures 
Were for the months of September and December, in 
1909, and in the case of the Milwaukee road the figures 
were for the year ending June 30, 1910. The tables 
contain the total operating expenses of the railroads, 
the total operating expenses for that portion of the road 
in Minnesota and the expense of carrying freight of pas- 
Sengers and express. 

The state expert’s figures and those compiled by 
the Milwaukee’s accountants disagree in that Mr. Hill- 


‘because of the high rate charged by the railroad com- 


panies. 

The following tables presented by the state show 
the earnings and the expenses of operating the express 
business in the state on the two roads, singly and com- 
bined, for the year ending June 30, 1910: 

Chicago Great Western Railroad Company—Earnings 
express in Minnesota, $56,576.76; expenses, $27,967.02; 
net profit above operating, $28,609.74. Operating per- 
centage, 49.44. 

Chicago, Milwaukee & St. Paul Railway Company— 
Earnings express in Minnesota, $232,084.02; expenses, 
$90,209.04; net profit above operating, $141,874.98. Oper- 
ating percentage, 38.87. 

Combining both—Earnings express in Minnesota, 
$286,657.78; expenses, $118,185.06; net profit above oper- 
ating, $168,472.72. Operating percentage, 40.94. 
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On Railway and Other Questions of National and Local Interest, 


In these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service Bureau, 


By far the most important effect of Monday’s de- 
cision by the Interstate Commerce Commission in 
the matter of commutation rates on the New Jersey 
railroads is not the prospective relief that it may bring 
to commuters at certain points—for the lower rates 
May never materialize—but it lies in the strong proba- 
bility, the practical certainty, that the railroad com- 
panies at interest will appeal from the Commission’s 
ruling that it has jurisdiction over commutation rates 
and carry the case up to the Supreme Court of the 
United States, if need be. The Commission itself con- 
cedes that the assumed exercise by it of authority over 
commutation rates is of vastly more importance than 
the mere suggestion or direction by it that certain 
monthly rates be lowered voluntarily by the companies. 
The Commission has never ruled on this point before, 
and it was apparently its purpose to bring the question 
to an issue before the courts as soon as possible. One 
thing justifying this inference is the fact that with the 
one exception of the Pennsylvania Railroad no pre- 
emptory order was made. So the Lackawanna, the 
Erie, the Central of New Jersey, the Lehigh Valley and 
the West Shore companies are left perfectly free to re- 
duce their rates or not and to go to the courts without 
the complications that would arise from being compelled 
to maintain meantime rates considered by them unrea- 
sonably low. 

Briefly stated, the contention of the railroad com- 
panies has been that they cannot be compelled to 
carry passengers at a wholesale or lower rate than 
is concededly reasonable for a single, one-way journey, 
and that, when they have made such a lower rate 
wholly voluntarily, it is not within the power of the 
United States government to step in and condemn it 
as unreasonable and order it cut down. In its ruling 
the Commission admits that the enormous growth in the 
volume of suburban passenger traffic due chiefly to com- 
mutation rates has involved a corresponding increase 
in the cost of handling it—and it adds: 

“The traffic has been encouraged, developed and 
fostered by the carriers, and large and numerous subur- 
ban communities have grown up in the belief not that 
some fare less than the normal full passenger fare 
will be demanded in the future, but in the belief that 
no more than a just and reasonable fare will at any 
time be exacted, considering the special character of 
the traffic and of the service and the conditions that 
differentiate both the traffic and the service so com- 
pletely and absolutely from all other kinds of passenger 
traffic and service.” 

It is probably true that a carrier may not be com- 
pelled under the present law to undertake a commutation 
service and establish commutation rates, But having un- 


dertaken a definite and regular commutation service, the 
power as well as the duty of the Commission under 
section one to examine into the reasonableness of the 
charges exacted when a complaint has been made seems 
to be beyond question. 





Let it be noted that the Commission sets down 
as beyond question its power and its duty “to examine 
into the reasonableness” of commutation rates—but 
it avoids laying claim to the power to order changes 
in such rates; it has now done so, however, in the 
case of the Pennsylvania Railroad; and it is probably 
its purpose to make a test case on that organization. 

Again, the Commission concedes that it “probably” 
has not the power to compel a railroad to establish 
a commutation service and maintain rates for it lower 
than regular rates. If this be true, then it obviously 
cannot compel a railroad to continue a commutation 
service established by it voluntarily. Could not the 
Pennsylvania Railroad Company—or any others of the 
Jersey lines, for that matter—to-day lawfully make 
announcement of the discontinuance of its commuta- 
tion service after a given date? And if the Federal 
Commission is to continue its “regulation” of interstate 
commutation traffic, might not this easily be the out- 
come of the whole controversy—an abandonment of 
commutation service by all the New Jersey lines? 

The all-important point is this: Can a passenger 
rate only one-third or one-half as high as a regular 
rate concededly just and reasonable by an stretch of 
the imagination be made to appear as an unjust and 
unreasonable rate? Logic is dead against it. But 
Congress is not on record as framing and enacting 
only strictly logical laws—New York Commercial. 

* . * 


In June of 1910 the Commission formed a provisional 
set of rates in the Spokane case, which was then pend- 
ing. It was provided that these rates should not be 
come effective until the earning reports of the roads 
under the old rates could be compared with what 
earnings would be under the provisional schedule. The 
earning reports of the roads in comparison with their 
estimated earning under the provisional rates has con- 
vinced the Commission that the suggested rates are 
reasonable, and they now say that they see no reason 
why these rates should not be made effective. All 
other readjustments of rates will be made by the 
railroads in accordance with the general directions 
given by the Commission. The new schedules are (0 
be filed not later than October 15. The decision will 
require a reduction of rates in zone 2 and readjust 
ment now regarded as more favorable to cities in the 
middle West. As a matter of fact, the Commission 
has no reliable valuation of the properties of the vari- 
ous roads and is not in a position to say definitely 
whether a lower rate would be confiscatory. ‘Their 
main work consists in giving relief to special commu 
nities where they decide rates to be comparatively 
high, creating unjust discrimination. While the Com- 
mission may be fairly executing the law, its decisions, 
one by one, are restricting the earning capacity of 
the roads, gradually lowering rates while expenses al 
not be correspondingly lowered. One of the important 
causes of dull times during the past year has been the 
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inability of the railroads to purchase equipment and 
make improvements. Railroad rate laws and their 
interpretation are becoming factors in determining the 
trend of business of equal or greater importance than 
tariff revisions and trust prosecutions.—The Economist, 
Chicago. 

By thé way, what was the occasion for all the band 
playing, parading and hip-hooraying indulged in by 
Spokane when the Interstate Commerce Commission de- 
cided the Spokane rate case? One would think every- 
pody was satisfied, everybody happy, and that there 
was nothing more to ask. Alas, not so. Mr. H. M. 
Stephens, Spokane’s attorney in the case, has come 
forth with another rate-making scheme which it is 
promised will give Spokane what Spokane really desires. 

As we understand it, the proposal of Mr. H. M. 
Stephens is that the interior West be organized to urge 
Congress to declare specifically between what points 
there is a material water competition and to make the 
long-and-short-haul clause absolute in that territory. 
In other words, Mr. Stephens professes to believe the 
Interstate Commerce Commission has erred in finding 
that water competition influences terminal rates between 
Chicago and the Pacific coast and that Congress may 
be induced to overrule the decision. 


A year or two ago Portland salmon shippers had 
a practical illustration of the influence on railroad 
rates by water transportation eastbound, and surely 
what is true of eastbound traffic is true of westbound 
traffic. At that time the railroads found that water 
carriers were taking a large proportion of the salmon 
pack around the Horn to eastern ports, from whence 
it was shipped to the interior. The salmon was laid 
down in Chicago at a rate lower than the rail rate 
from coast terminals to Chicago and corresponding 
points. A readjustment of railroad rates to meet the 
water competition was tentatively agreed upon, but 
effort to meet the rates to points east of Chicago was 
not even attempted. The reduction of salmon rates 
even to Chicago fell through, however, some of the 
railroads apparently preferring not to carry canned 
salmon to hauling it east at the rates fixed by water 
transports. 

Spokane and other interior points now have a cause 
of action if they can show that the rates in effect from 
the East to those points are unreasonable or discrimina- 
tory. What more, in all justice, can they ask? It is 
conceivable that under the plan now proposed restric- 
tions on the railroads might reach the point where 
the railroads would prefer to raise the terminal rates 
and lose traffic that ‘may go by water rather than 
reduce intermediate rates. Such strictures as these 
would accomplish no more than can now be accom- 
plished under the law as it exists if Spokane has a 
g00d case, If Spokane has not a good case under the 
present law, the railroads would simply be denied, under 
Mr. Stephens’ amendment, the power of competing with 
water carriers and the interior would obtain no added 
advantage, 

Spokane has been demanding terminal rates for 
twenty years, and seemingly it will be twenty years 
More before it learns that water competition is a 
condition and not a theory. It will get terminal rates 
only when it digs a channel to the sea. When that is 
accomplished the city can indulge in band playing, 


parading and hip-hooraying with good reason.—Portland 
Oregonian. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 


Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 


Actual, Not Estimated, Weights Control, 


Ohio.—“Almost invariably on carload shipments made 
to various points in the United States where we indi- 
cate the actual weights on bills of lading, the railroad 
company jacks up the weight to what they claim is 
actual weight as ascertained by their scales. We arrive 
at our weights as follows: A representative piece of 
each item that is included in the car has previously 
been weighed and a chart cf the weights as ascertained 
by these representative tests is used in arriving at 
aggregate weights for a carload containing numerous 
items; that is, we do not weigh every item in each 
particular shipment, but resort to the chart as above 
explained. How may we compel railroads to observe 
our weights in preference to theirs and obtain repara- 
tion for the difference?” 

The Commission has held that estimated weight 
furnished by the shipper is merely secondary evidence 
and is not sufficient to establish that a given shipment 
was not properly and accurately weighed, where the 
carrier furnishes actual weights, In the case of Noble 
vs. D. & T. S. L. Ry .Co., I. C. C., 60, the Commission 
held that “Actual scaling of necessity ordinarily should 
govern, and positive evidence of defective mechanism, 
clerical error in recording, or other inaccuracy should 
clearly appear before there can be substituted an esti- 
mated basis for a weight that prima facie must be 
accepted as correct. To hold otherwise, in addition to 
affording greater opportunity for discriminatory prac- 
tices, would be to sanction a system of weights as 
variable as the ccmmodities themselves or the views 
of different shippers based on their individual observa- 
tion and experience.” 


Limitation of Liability by Contract. 


Ohio.—“Will you kindly give us your opinion as 
to whether cr not the express companies are allowed 
to limit their liability to $50 on interstate shipments? 
We are informed that authority has not been conferred 
upon the Interstate Commerce Commission to pass upon 
or adjust claims for loss or damage to goods in transit.” 

Express companies usually limit their liability to 
$50 on packages the real value of which has not been 
declared by the shipper. A carrier has the right to 
know the real value of the goods which it contracts to 
carry for the purpose of fixing the amount of its charge 
for the carriage, and for ascertaining the amount of 
its responsibility and the degree of care and attention 
it should be required to exercise in respect to them. 
Therefore, if gcods are in boxes or packages, so that 
their real value is not apparent from an ordinary in- 
spection, and their real value is not declared, a carrier 
may stipulate, either in its receipt or contract, that it 































































































will not be liable in case of loss for more than a 
certain sum, The rule is well settled that unless the 
owner of the goods informs the carrier of the greater 
value and pays charges for them in proportion to the 
risk he would have the carrier assume, he cannot, in 
case of their loss, impose a greater liability upon the 
earrier than the limit prescribed in the contract, unless 
the loss was cccasioned by negligence of so gross a 
character as to be tantamount to a misfeasance. 

While the Commission has no jurisdiction over 
claims resulting from loss or damage to goods while 
in transit, yet it has authority to pass upon the ques- 
tion of the reasonableness of the limitation of liability 
based upon a released rate. That is, in cases wherein 
the rate of freight has been fixed in accordance with 
the specific value of the goods, the Commission can 
decide whether a stipulation limiting liability on such 
conditions is valid or not. This is true whether it 
affects railroad companies or express companies. A full 
exposition of the Commission’s attitude on such ques- 
tions will be found “In the Matter of Released Rates,” 
13 I. C. C., 550. 


Liability of Carrier in Violating Provisions of Act. 


Mississippi —“This road runs from A in Mississippi, 
where it connects with the V. & W. R. R. Company, to 
C in Mississippi, where it connects with the X. & Y. 
R. R. Company. It is paralleled from A to B, a dis- 
tance of four miles, by the A Street Railway & Power 
Company, an electric line, filing tariffs with the Inter. 
state Commerce Commission, and handles both freight 
and passengers. The V. & W. Railway Company has 
through rates in effect from Mobile, New Orleans and 
other points to B via the Street Railway Company, 
but no through rates via our road, refusing to establish 
the same. They give all unrouted freight for B to the 
street railway. We solicit freight from all points, hav- 
ing shippers specify in bills of lading via our junction 
point and our road. This is our only means of securing 
tonnage from the V. & W. They presumably observe 
routing instructions, but in numerous instances divert 
the freight at A to the street railway company instead 
of delivering it to our line as routed. We are an inter- 
state carrier and have switch connections at A with 
the V. & W. We have arranged our local tariffs so 
that the through rates via our line are the same as 
the published through rates via the V. & W. and the 
street railway. We have taken up numerous instances 
of diversions with‘ the general freight agent of the 
V. & W., and he invariably furnishes an excuse for 
same, never admitting that the diversion is intentional. 
He states that the agent at A has instructions to deliver 
all freight routed via this line to our line at A, but 
I might say that a third of them are delivered to the 
street railway. As the rates are the same, the con* 
signee is not overcharged and is at no loss. The con- 
signee, however, is denied the privilege of routing his 
own freight, and we are deprived of the revenue that 
should accrue to us on the freight that we have solicited 
and had routed via our line. In other words, if the 
Vv. & W. choose to, they could divert every shipment 
and allege to us that deliveries were made to street 
railway in error. This would virtually eliminate com- 
petition at this point, and, as consignee would not be 
overcharged, he would’ be without recourse and we 
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would be eliminated as a competitor with the street 
railway company. If consistent, I would like to know 
if we have any recourse in the matter, or if consignee 
or shipper has any rights that could be enforced as to 
routing under these circumstances.” 

It would seem as if you had a remedy against the 
V. & W. Railway Company, as provided by sections 8. 
15 and 23 of the interstate commerce act, inasmuch as 
it is clear that said company is ignorantly or wilfully 
suffering matters to be done that are prohibited by the 
act, and that you are being injured thereby. It is true 
that section 15 has more particular reference to the 
rights of the shipper, in the matter of designating the 
particular through route over which the property shall 
be transported to destination. But it is evident that 
sections 8 and 23 were enacted for the purpose of giving 
any person, firm or corporation, be it shipper or carrier, 
a remedy and redress for damages sustained on account 
of carrier failing to do that which the act clearly sub- 
jects it to do or permits to be done. 

Your remedy would be by writ of mandamus to 
the Commerce Court of the United States, setting forth 
the fact that the V. & W. Railway Company refuses to 
deliver to you property billed via through routes in 
connection with your route, and that you are being 
damaged as a result thereof, and will continue to be 
damaged, unless said company is commanded and en- 
forced by the writ to make shipments in accordance 
with billing instructions. 


Mistake in Quoting Rate. 


Minnesota.—“Customer ordered carload shipment to 
point located on two railroads, each road naming the 
same rate of freight. On assurance from the rate clerk 
of one road that they would absorb switching to the 
tracks of other road, routing was placed over the former 
line for delivery to customer’s place of business on 
the other line. After shipment had gone forward the 
rate clerk acknowledged his error in stating switching 
would be absorbed, stating their tariffs did not provide 
for such absorption, agreeing, however, to become re- 
sponsible for $5 of whatever transfer charge was as- 
sessed. On arrival of shipment at destination car was 
switched in accordance with routing instructions and 
freight bill rendered for $10.38, What is shipper’s re 
course in this matter?” 

If the agent of the carrier contracts with a shipper 
for a lower rate on an interstate shipment than that 
stated in the carrier’s published schedule, such contract 


is void under the act, although the lower rate was 
offered to the shipper by mistake, and the shipper has 
no recourse against the carrier for being compelled, by 


the published schedule, to pay a higher rate than that 
quoted by the carrier’s agent. Fuller particulars will 
be found in answer to a similar inquiry appearing 0D 
page 299 of the August 5, 1911, issue of Tue Trarric 
WORLD. 


Statute of Limitations Governed by the Law of the 
Forum. 


.Florida.—‘Kindly advise the statute of limitations 
in the states of New York and Florida. It is my im 
pression that the state statute in which the shipments 
originate would govern; that is, the state in which the 
bill of lading was issued. I merely gather this idea 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 








CATHCART TRANSFER 
& STORAGE CO. 


ATLANTA, GA. 


MINN. TRANS. & STOR- BOWMAN TRANSFER $._ 
AGE CO. & W. CO. 


122 S. sth St. 708 E. Main &. 
MINNEAPOLIS, MINN. RICHMOND, VA. 















BALTIMORE TRANS- SOUTHWEST TRANS. SE , 
FER CO. FER & STORAGE CO. CT 
Light & Lombard Sts. OKLAHOMA CITY, 
BALTIMORE, MD. OKLA. SEATTLE, WASH. 


















= eg WARE- PHILADELPHIA WARE- GEORGIA LIGHTERAGE 
OUSE & TRANS. CO. HOUSE CO. & TRANSFER CO 
rsth and Welton Sts. : 

DENVER. COLO. PHILADELPHIA, PA. SAVANNAH, GA. 














UNION TRANSFER & PROVIDENCE WARE- THE TOLEDO WARE- 
STORAGE CO. HOUSE CO. HOUSE ae 

1309-19 Lagrange Street. 

INDIANAPOLIS, IND. | PROVIDENCE, R. I. TOLEDO. all 











Less Carload Shipments at Carload Rates 


WAKEM & McLAUGHLIN, Inc. Operating nine warehouses, bonded and free. Regular com 
CHICAGO “a aS ms NEW YORK bined car service to and from all points; we are the pioneers. 
WAREHOUSEMEN—BANKERS—CUSTOMS BROKERS—FREIGHT FORWARDERS 




















BUFFALO, N. Y. CHICAGO, ILL. LOUISVILLE, KY. 
J INTERNATIONAL FORWARDING CoO., LOUISVILLE PUBLIC WAREHOUSE 
BUFFAIO STORAGE & ‘ CARTING Manhattan’ Building. Foreign and COMPANY, INC. irpert and export 
Co., 350-356 Seneca St. Unsurpassed domestic freight forwarders, con- freight contractors, transfer and re- 
facilities’ for storing, handling, trans- solidators, distributors, warehouse- shipping agents, custom house brok- 
ferring and forwarding goods. Tele- men and custom house brokers. ers. Bonded and free warehouses. 
phone No. 633. Our motto: SERVICE FIRST. 
ES 
DAVENPORT, IA. 
CNCAH, EE. SCHICK’S EXPRESS & TRANSFER | st. LOUIS, MO. 
JUDSON FREIGHT FORWARDING Co., 118 and = ee ene 
CO., INC., 443 Marquette Bldg. Car- General transfer an orwarding ~ Bonded 
load distribution to all railroads at agents; reshipping; storage; ware- gg ME a gg facille 
Chicago without teams; L. C. L. ship- house. Carloads or less consigned to ties. Cars promptly handled. Custom 
ments of machinery forwarded at re- our care will be delivered promptly. house entries attended to. insurance 
duced rates to all principal western 18c. Track connections « 
and Pacific Coast points, ° ; 
DETROIT, MICH. 
THE pea Nh + gaat mn Bee Sixth and BONDED EXPRESS & TRANSFER 
Congress Streets. uthorized cartage CO. Distributors of bulk shipments, 
MIDLAND WARBPHOUSE & TRANS- : ants Bee 
FER CO., 43d and Robey Sts. Belt agents for the Wabash and Canadian carloads or less. Consignme! 


Pacific railways and for the Anchor licited, 

Line steamers. Special attention given 

to distribution of carload freight for 

two Or more parties, Merchamdise Gem J cence 
livered as ordered. 


a 


line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


SALT LAKE CITY, UTAH. 


G. W. SHELDON & CO., Monadnock LOS ANGELES, CAL. A. STIEFEL PIONEER TRANSFER, 
Block. Import and export freight con- LOS ANGELES TRANSFER CO., 330 Kearns Building. General es 
tractors, warehousemen and insurance South Broadway. Baggage and freight and distributing agents. Carload ‘ ar 
agents; custom house brokers and distribution; consignments and car- tribution our specialty. Reliable 4 


custom house attorneys. loads our specialty. Established 1885. prompt. Bstablished 1872. 
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actually used on American 


Thoroughly up-to-date. 


YOU NEED IT 


Railroad Traffic and Rates 


By EMORY R. JOHNSON and GROVER C. HUEBNER 


(UONIVERSITY.OF PENNSYLVANIA) 


An unbiased text-book for the student of trans- 
in and outside of the railroad 
the development of 
the rate-making in different sections of the coun- 
try, the organization of the traffic departments 
the division of laber, the han- 
how freight and pas- 
Freight, passenger, mail, 
express and Pullman traffic exhaustively treated. 
the result of long study by its 
it has had tho benefit of 
the criticism and suggestion of prominent rail- 
road men who are specialists in their particular 


illustrated with 
over 150 charts, maps and reoroductions of forms 
railroads 
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Price $5.00 Net; Postage 42c Extra 


THE TRAFFIC SERVICE BUREAU 


30 So. MARKET ST., CHICAGO, ILL. 


LEADING COMMERCIAL AND, TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The ebject of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments ef 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modificatien of present 
laws where considered harmful to the 
free interchange of eommerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
@re traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 


Officers 
J. C. Lincoln, President, 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mgr. Transp. Dept. Board of Trade, 
Chicago, Ill, 


W. nD Hurlbut. Secretary-Treasurer, 


Wisconsin Par, & Paper Co., 
39 Jackson Bivd. 5 


cago, Ill 








ILLINOIS, 


Lake County Manufacturers’ Association. 
BE. P. Sedgwick, Pres., Waukegan. 
National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, Il. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic at industries at 
=a te and Rock Falls, Ill. 


FB. EMWEOMGR. cccccccccecece President 
W. K. ——""*: oonevemas Vice-President 
J. W. Platt.. . Secretary-Treasurer 
Wr Be Mes cerasvcsus Traffic Manager 

MINNESOTA. 


Northeren Pine Manufacturers’ Associa- 
tion, 8. Childs, Secy., Minneapolis. 


MISSOURI. 


Business Men’s League. 
Comm’r, Bank 
st. Louis. 

Commercial Club. 
St. Joseph. 

Kansas City Transportation Bureau of 
the Commercial Club. H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bldg., Kansas City. 


P. W. Coyle, 
of Commerce Bidg., 


H. G. Krake, Comm’r, 


NEW YORK. 


Albany Chamber of Commerce. Wm. B. 
Jones, Secy., 95 State St., Albany, 


William Dunton Kerr 





‘COMMERCE COUNSEL 


Practice before Inter- 
state Commerce Com- 
mission andj Illinois 
Railroad and Ware- 
house Commission. 


115 South La Salle Street 


Consultation Invited 








Chicago 


Telephone Main 1550 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
ea Clubs. Hartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
J. A. Angell, Pres.; L. H. Mann, Seey. 
The Traffic Club of New York. F. B. Her- 

riman, Pres.; C. A. Swope, Secy. 

The Traffic Club of Chicago. Frank P. 
Eyman, Pres.; Guy S. McCabe, Secy. 
The Traffic Club of Philadelphia - a 
Bedford, Pres.; C. W. Summerfield, Secy. 
The Traffic Club of St. Louis. A. Hilton, 

Pres.; A. F. Versen, Secy.-Treas. 

The Traffic Club of Papers O. M. Eilis- 
worth, Pres.; T. J. Walters, Secy, 

The Transportation Club of Indianapolis. 
ad L. Ketcham, Pres.; L. BE. Stone, 

ec 

The Traffic Club of New England, Boston. 
oe Byrnes, Pres.; Wm. C. Brown, 

y. 


The Transportation Club of Cincinnatl, 
O. G. Fetter, Pres.; C. C. Spalding, Secy. 
The Transportation Ciub of Loulsvilie. 
| Ay Irwin, Pres.; Fred H. Behring, 
ecy. 
The Transportation Club of Toledo. Thos 
Conlon, Pres.; G. Macomber, Secy. 
The Traffic Club of St. Paul. J. R. Jones, 
Pres.; A. L. Bowker, Secy. 

The Traffic Club of Newark. Chas. Mil- 
bauer, Pres.; E. G. Weil, Secy. 

The Traffic Club of Seattle. F. W. Parker, 
Pres.; F. R. Hanlon, Secy. 

The Transportation Ciub of Detroit, Mich, 
power G. Norvell, Pres.; W. R. Hurley, 


ecy. 

The Rallroad Club of Kansas City, Mo. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 

The Transportation and Traffic Club, 
Birmingham, Ala. L. Sevier, Pres.; 
O. F. Redd, Secy, 
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A Valuable Combination 


of - 
Up-to-date Traffic Literature | | — 


FOR YOU 


Tariff Circular No. 18-A. 


Eat 


Vol. V 





Supplement No, 1 to No. 18-A. 
Conference Rulings Bulletin No. 5 


Supplement No. 1 to Bulletin No. 5, and 
The Act to Regulate Commerce, or 
Regulations for the ‘Transportation of 
Dangerous Articles Other Than Explosives 


ONE DOLLAR 


CASH WITH ORDER - - - - STAMPS ACCEPTABLE 


THE TRAFFIC SERVICE BUREAU 
30 South Market Street - CHICAGO 


